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Resignation of Mr. William Whitelaw 
‘HE announcement by Mr. William Whitelaw of his 
wish to retire, for personal and family reasons, from 
the board of the London & North Eastern Railway Com- 
pany, will be received with general regret for many reasons. 
He seems so much a part of that company, of which he 
has been Chairman since its formation in 1923, that stock- 
holders will feel a sense of personai loss when he no 
longer appears at their meetings, which he has guided 
with so much tact and firmness. Mr. Whitelaw is also 
in the unique position among the four main-line companies 
of being the only Chairman who has continuously held 
office since grouping; incidentally, the L.N.E.R. also has 
in Sir Ralph W edgwood and Mr. R. Bell the only Chief 
General Manager and Assistant General Manager to have 
held office ever since grouping. Mr. Whitelaw has won 
the confidence of the stockholders by his absolute straight- 
forwardness, that they realise that all his actions are 
governed by what he considers to be the best interests 
of his company. Mr. Whitelaw is himself a practical 
railwayman, fully conversant with the details of railway 
working, as is shown by the way in which he brought 
back the former Highland Railway Company into the 
di ide nd-paying list; but he has made his view clear that 
in the selection of directors this practical experience is 
by no means the only qualification for office. His opinion 
is that the business of a director is not to manage, but 
to direct. 
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Railway Costs 

The excessive depression on the Stock 
mediately following the interim dividend announcements 
of the Southern and London & North Eastern Railway 
Companies implies that the market had not fully appre- 
ciated the ample warnings given by railway chairmen and 
responsible officers as to the heavy increases in working 
costs. A little consideration would have made it obvious 
that the Southern Railway Company would reduce its. in- 
terim payment on the preferred ordinary stock from the 


Exchange im- 


2 per cent. which had been distributed a year ago, after 
the prosperous period of the Coronation and before the 


decision on wages. The second half of the year is usually 
the best for the Southern Railway and there are possi- 
bilities of improvement on the passenger side at all events 
which should correct some of the pessimistic forecasts. 
In the case of the London & North Eastern, on the other 
hand, the market generally did not expect any interim 
distribution on the non-cumulative preference stocks, but 
was worried by the heavy increase in costs. The fortunes 


‘of this company depend on a general revival in trade, 


which has not yet materialised, and, because of the heavier 


taxation imposed by the last Budget, is likely to be re 
tarded; but any increase that there may be in wages 
costs in the second half of the year should not be in 


the same proportion as in the first six months, which bore 
the brunt of the higher scales operating since August, 
1937. There may also be room for some reduction in 
maintenance charges in view of the generous provision 
already made in this respect. 


The Week’s Traffics 


Passenger traffics have at last turned upwards again on 
ali lines except the Southern; this company with the same 
passenger receipts as in the corresponding week a year 
ago, records a slight setback compared with its increase 


of £2,000 last week. The L.M.S.R. is able to show an 
aggregate increase of £42,000. Recovery has also 


extended to coal traffics, for even the two decreases are 
considerably less serious than the declines of £36,000 and 


£16,000 in this class registered respectively by the 
L.N.E.R. and the G.W.R. a week ago. Merchandis: 
traffics of the four companies now total £29,896,000, 


which is £1,707,500 behind their level at this time last 
vear. 

29th Week Year to date 
m ei, 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 
£ £ £ °o 
L.M.S.R. 35,000 79,000 11,000 — 33,000 — 957100 -- 2-66 
L.N.E.R. 10,000 50,000 2,000 — 42,000 - 853,000 -— 3-24 
G.W.R. 4 6,000 — 30,000 — 6,006 — 30,000 — 42!,000 — 2 81 
S.R. -- 7,590 + 3,500 — 4,000 — 123,000 — 1-04 


The Great Northern (Ireland), 
ways earned respectively 
week, but still show 
the aggregate. 


and Great Southern Rail- 
£600 and £259 more in the 
losses of £22,000 and £54,628 on 
Leopoldina Railway Position 

At the recent ordinary general meeting of the Leopoldina 
Railway Co. Ltd., Mr. C. H. Pearson, the Chairman, 
gave an interesting review of the company’s position, and 
the prospects of possible improvement with the assistance 
of the Brazilian Government. For the year 1929 the 
ordinary stockholders received a dividend of 5 per cent., 
but since then there has been no return on the preference 
stock, and there has been a moratorium on the debenture 
stocks. Gross receipts in currency in 1937 were only 
5-7 per cent. less than in 1929, but in sterling they were 
as much as 51°6 per cent. less, mainly because of the fall 
in the value of the milreis from 6d. to about 23d. Work- 
ing expenses have also been permanently saddled with 
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increases imposed under social legislation, the direct cost 
of which in 1937 was £168,000, counterbalanced, how- 
ever, to some extent by increased tariffs which brought in 
£85,000. In large measure the future of the railway is 
in Government hands, and the Chairman was able to state 
his belief that negotiations with the Government for pro- 
viding some relief to the company have now reached the 
stage of definite decision, although exact details regarding 
the assistance to be granted are not yet known. A hopeful 
sign is the remodelled clause of the Federal law relating 
to control of public utilities, which provides that such 
control shall be governed by law, so that in the collective 
interest a just return is assured to capital. 


Overseas Railway Traffics 

- Small decreases have been shown by the four principal 
Argentine systems in the fortnight under review, although 
in the third week the Buenos Ayres Great Southern was 
an exception with a gain of £1,737, and this company ts 
still ahead of last year by £434 on the aggregate from 
July 1. Central Uruguay takings in the second week of 
the financial year were £2,955 up, but the gain was 
reduced to £465 in the following week; nevertheless, this 
company is still £1,770 ahead on the aggregate. Argentine 
North Eastern receipts for four weeks are £3,406 higher. 


No. of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease Traffic Decrease 
/ 

Buenos Ayres & Pacific 4th 74,504 — 8,126 240,261 43,238 
Buenos Ayres Great Southern .. 4th 120,968 5,025 408,685 4344 
Buenos Ayres Western ee $th 37,531 — 10,112 126,860 27,358 
Central Argentine #th 101,573 — 48,300 345,205 — 181,125 
Canadian Pacifi 29th 503,890 $3,800 13,725,6)0 —1,232,400 
Bombay, Baroda & Central India 16t 192,750 150 2,813,400 — 73,125 


Earnings of the Bombay, Baroda & Central India Rail- 
way in the fourteenth week were £212,325, an increas: 
of £4,650. 


Southern Railway Dividend 

That the Southern Railway interim payment on the 
5 per cent. preferred ordinary stock might be reduced 
from 2 per cent. to 1 per cent. was reasonably to be ex- 
pected in view of the known fall in traffics and the 
certainty of greatly increased expenses. But the drop of 
£574,000 in total net revenue mentioned in the dividend 
announcement on July 21 was something of a shock. It 
means that for the first half of 1938 net revenue was about 
£364,000 below that earned in the first half of 1936, when 
a 1 per cent. interim dividend was also paid on the pre- 
ferred ordinary. To pay that amount requires £275,866. 
Passenger train receipts for the first half of 1938 in com- 
parison with the corresponding period in 1937 were lower 
by £22,000 and goods train receipts decreased by £61,000. 
Railway working expenditure increased by £456,000. 
Higher wages granted to the staff as from the middle, of 
August last year accounted for £220,000 of the increased 
costs, and the balance of £236,000 may be ascribed mainly 
to the rise in the cost of materials and to heavier main- 
tenance charges. Net receipts from steamboats, docks, 
harbours and wharves, hotels, interest, &c., show a de- 
crease of £35,000. Even after allowing for the 5 per cent. 
increase in fares, the difference in passenger train earnings 
seems negligible, bearing in mind the heavy Coronation 
traffics of last year, and the same may be said of the de- 
crease in net ancillary receipts. 


L.N.E.R. Dividend Statement 

According to the official statement issued last Friday 
by the London & North Eastern Railway Company, no 
interim distribution is to be made on the 4 per cent. first 
preference stock or on the 5 per cent. redeemable 
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preference stock which ranks part passu with i For 
1937 the interim dividends paid on these stoc<s were 
respectively 1 per cent. and 1} per cent., the first 
occasion on which an interim distribution had bx made 
on these stocks since 1931, and for the whole yvcar the 
second preference also received 1? per cent. nterim 
dividends on the 4 per cent. first and second gucranteed 
stocks, which are cumulative, are being paid f 1938. 
and the payment of these dividends involves for the time 
being a transfer from the general reserve fund. Compared 
with the corresponding period of 1937 there is a cecrease 
in gross receipts of railway and ancillary business and 
miscellaneous receipts (net) of £729,000 and an esiimated 
increase in expenditure of £1,051,000, leaving a <ccrease 
in net receipts of £1,780,000. Of the increase in ex- 
penditure £473,000 is due to the restoration of the 4 per 
cent. cut in salaries and wages and to other improved 
conditions granted to the staff as a result of the National 
Wages Board decision in August, 1937, and negotiations 
with trades unions; £403,000 is due to the increased cost 
of fuel, materials, and other charges, and £175,000 to 
an increase in the volume of work in maintenance of way 
and works. ; 


Staggered Holidays 

However willing the public may be to take earlier holi- 
days, there are thousands who are bound to postpon 
going away until the schools have broken up and their 
children are free to accompany them. At present the 
scholastic year begins in September and ends with exami- 
nations held throughout the country in July, so that th 
full force of the flood is released within a few days, and 
uncomfortably close to the August bank holiday itself 
However, it is reported that agreement may soon be 
reached between the Board of Education, schools, and 
universities for holding examinations in December, so that 
schools could end their summer terms on more widely 
separated dates. Were we interested for scholastic reasons 
alone we should feel inclined to support such a proposal 
on the grounds that the curiosity of examiners seems less 
irritating in a cool and (perhaps) even dry atmosphere. 
than when their pinpricks are inflicted upon brains 
softened by the torpidity of midsummer. Meanwhile, it 
remains with the railways to cope with the present situa- 
tion as best they can by “ staggering’’ their train 
The G.W.R., for example, is running extra 
holiday expresses today (Friday) and on Sunday, in the 
hope that those who can do so will avoid travelling on 
Saturday. 


Services. 


Eastern Extension of the Central London Line 
Rapid progress is being made with the work of extend- 
ing the Central Line tube of the London Passenger Trans- 
port Board, as described on page 228, and the board has 
made an interesting estimate of the probable effect of 
the extension. It has been assumed that the population 
between Liverpool Street and Stratford is not capable of 
further expansion, but it is estimated that the present 
population of 250,000 in the districts beyond Stratford 
towards Fairlop and Ongar will expand to half a million 
within a few years of the opening of the extension. The 
number of passengers carried at present by the L.N.E.R. 
in this area is, roundly 15,000,000 per annum and will, it 
is anticipated, increase to 50,000,000 by means of the 
new facilities provided by the tube service. The exist- 
ing inconvenient exchange at Liverpool Street between 
the L.N.E.R. and the Central Line will become unneces- 
sary for passengers residing on the new extension, and 
well arranged interchange facilities are being provided with 
the L.N.E.R. at Stratford and with the District Line at 
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Mile Ex The train service at the peak hours will con- 
sist, at of 32 7 or 8 car trains an hour. This will 
be increased to 40 trains an hour as the traffic develops. 
The jo y times between stations on the extension and 
points the City and West End will be considerably re- 
duced From Leyton to Oxford Circus, for example, 


will take 23 min. compared with 32 min. at present. The 
om Bethnal Green to the Bank, which now takes 


journe 

1“ to 14 min. by bus, will be reduced to six minutes by 
the new train service between those points. Despite the 
magnitude of the new works involved, it is expected to 
have the line open within two years. 


London Transport Sports 

Sports grounds are one of the many responsibilities of 
the London Transport Welfare Department, which was 
established in February, 1937. There are now eleven 
having an area of 153 acres available for use 
board’s staff, and at Elstree 20 acres have been 
for possible future use. It is estimated that of 
the board’s staff of 82,000 about 46,000 men are sub- 
scribing members of the various sports associations. 
Busmen are particularly keen on sport, and the Central 
Bus Association last year arranged 1,158 cricket matches 
and 728 football matches, apart from a large number of 
friendly games. The London Transport (Central Buses) 
Flying Club has a membership of 1,100 and maintains 
three aeroplanes at the Broxbourne and Abridge aero- 
dromes without any direct assistance from the board; 24 
drivers and conductors have qualified for their pilot certi- 
ficates and also a woman employee of the Welfare 
Department. At present the department is engaged in 
carrying out a heavy programme of work in its many 
spheres of activity, and this includes the construction of 
a new sports ground in North-East London and the 
enlargement of the pavilions at three grounds. 


ground 
by th 


reserved 


A Southern Innovation 

The modernised Southern Railway trains described and 
illustrated in this issue call forth well-deserved tributes of 
idmiration from the travelling public. That much thought 
has been put into them is apparent, the aim being to 
attract. Externally they are painted a plain, unlined, 
bright green; and headed by one of the handsome and 
eticient ‘‘ Schools ’’ class engines, similarly coloured but 
with conventional black and white lining, present a very 
striking appearance. Inside, there is such a feast of 
tasteful colouring and expertly designed decoration that 
our description and illustrations cannot do them justice. 
Truly, Mr. Bulleid is to be congratulated on his first effort 
in cheering the traveller by congenial surroundings. There 
is, So far as we have been able to ascertain, only one direc- 
tion in which improvement might be made—it doubtless 
will be in future stock, as a result of experience—and 
that is in the shape of the seating. Already it is luxuriously 
sprung with sponge rubber, but the angle of the backs 
might with advantage be raked more, as in the latest 
electric stock for the Mid-Sussex services, which, for repose- 
ful comfort, is second to none in the country. 


The L.M.S.R. School of Transport 
While most people can conjure up a rough-and-ready 
nental picture of a factory, a cinema, or a public house, 
until last Friday there was only Mr. W. H. Hamlyn, 
Architect of the L.M.S.R., who officially knew what a 
british school of transport looked like, because there had 
een one in this country before. His creation is the 
fine building at Osmaston Park, Derby, opened by the 
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Minister of Transport on July 22, and from our description 
on pages 206-211 it will be seen that the school is as 
original in its combination of expressive symbolism with 
an eminently practical architectural design, as it is in the 
railway educational ideals which it enshrines. Visitors to 
the opening ceremony were especially impressed by the two 
mural paintings by Mr. Norman Wilkinson which decorate 
the entrance hall, and symbolise the development of trans- 
port by rail, sea, and air. Perhaps the company will be 
inspired by the favourabie comments made upon them 
to consider introducing something of the kind into the 
design of the new Euston station. A good start was given 
to the enterprise by the expeditious way in which the 
contracting firm, Holliday & Greenwood, completed the 
building in the short time of ten months, and it will be 
generally hoped that this may be a good augury for the 
success of so interesting an experiment. 


* 


Wages and Conditions of Signalmen 

As recorded on page 226, the Railway Staff National 
Tribunal has been hearing the claims of the National 
Union of Railwaymen and the railway companies concern- 
ing the rates of pay and the conditions of service of signal- 
men. The spokesman for the N.U.R. submitted that the 
1922 National Agreement was not accepted by the union 
as a just and adequate settlement of the claims of the 
men concerned and that its operation had proved that 
there are strong grounds for an improvement. It was 
contended that the duties of the men in question are 
becoming more responsible and exacting and that the 
physical and mental strain on the men is increasing, while 
the work hitherto performed at several signal boxes is 
now concentrated into one cabin. Furthermore, it was 
argued that a maximum working day of six hours instead 
of eight can be justified in special class boxes. On 
behalf of the companies it was urged that the duties of 
signalmen have not materially changed since 1922 when 
the national agreement was accepted by the union, and 
the changes which have been made by the companies have 
been in the direction of reducing manual work and of 
providing additional safeguards against the liability of 
error or failure on the part of the signalmen. The cost 
of the union’s claim is estimated at about a million pounds 
a year. 


A Railwayman’s Holiday 

The vacation of the railwayman, if it involves a journey 
by train, is rather of the nature of a busman’s holiday. 
As a general rule the holidays of the multitude mean for 
the railway employee, especially if his lot be cast in the 
operating department, a very large measure of increased 
work and responsibility. And when the day does come 
for him to take his well-earned vacation his enjoyment 
of the journey is apt to be moderated by his intimate 
knowledge of the inner working of the great machine of 
which he is, momentarily, but a spare part. He observes 
with critical eye the preparations for the start, the state 
of the carriages, the type of engine, and notes the punc- 
tuality. When the train is in movement his senses are 
agog and the slightest abnormality, whether in track or 
it equipment, will offend his trained perception. While 
his fellow travellers are engrossed in their reading or in 
the scenery, our railwayman is subconsciously registering 
impressions of sounds and vibrations, like a human dyna- 
mometer, and when his journey ends these unwritten 
records will remain among the pleasant memories of the 
vacation, as well as counting towards the accumulated 
fund of experience which is the stock-in-trade of every 
good railwavman. 
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Conveyance of Bricks and Tiles 


HE development of housing estates in recent years has 
greatly stimulated the demand for bricks throughout 
Great Britain, and although brickworks are situated on 
the outskirts of most large towns, it has been necessary 
for heavy tonnages to be drawn from the main brickfields 
of the country. These extend from north-east Lancashire 
and the West Riding of Yorkshire to Cambridgeshire and 
3edfordshire in the east, and Glamorgan and Devonshire 
in the west. Traffic from these brickfields is conveyed to 
all parts of the country, and during 1937, for instance, 
the British railways carried over 4,732,000 tons. With 
the extensive developments in general building also, it 
has become increasingly necessary for certain materials 
such as roofing tiles and ornamental stone to be conveyed 
direct from the works to the building sites, as the ever- 
growing variety of colour and design have made the 
holding of sufficient stocks by builders’ merchants a 
somewhat difficult proposition. Where the volume of 
traffic is sufficient, special trains are run from the brick- 
fields to the important centres—for example, nine com- 
plete brick trains are run almost daily from the Northamp- 
tonshire area. On the other hand, Scottish fireclay bricks 
have a world-wide reputation and a considerable pro- 
portion of the output has to be conveyed to Scottish ports 
for shipment abroad, although a substantial tonnage is 
also railed to steel works on the north-east coast, the West 
Midlands, and South Wales. 
sricks and tiles are usually carried in open wagons or 
open containers; many of the wagons have a capacity of 
20 tons, and 50-ton wagons are regularly used for con- 
veying bricks from Fletton to London. These wagons 
are equipped with continuous brakes for running in express 
freight trains. Most brickworks are served by private 
sidings, and the senders are usually responsible for loading 
the bricks into the railway wagons or containers. In 
the case of works not connected by rail, the bricks are 
usually carted to the railway station by senders, who 
are generally responsible for the loading operations. 
Containers, however, are carted by the railway company 
to the firms’ works and delivered as near as possible to 
the stacks, where they are loaded by the firms’ men. 
Similarly, at destination it is the general practice for the 
consignee’s men to undertake the unloading operations, 
although when necessary the railway companies perform 
the cartage to the site at very low rates provided that 
assistance is given with unloading. Experience has shown 
that, given good weather conditions, 8,000 to 10,000 bricks 
can be delivered in eight hours by two men and a driver, 
using a lorry and trailer. 

When containers are used, they are conveyed by rail to 
the station nearest the site, where they are transferred to 
motor lorries and delivered alongside the actual building. 
These containers are light and easily hoisted to the upper 
floors of large buildings under construction. For these 
services the railway companies will quote an inclusive 
figure, including delivery on site where necessary, and, 
if desired, arrange for assistance to be given by railway 
staff in unloading and stacking. To provide prompt and 
regular deliveries in connection with large housing schemes 
and other big development works, temporary siding con- 
nections are frequently laid in to the sites. Generally 
speaking, it is not customary for firms to maintain storage 
accommodation for bricks and tiles at railway depots, as 
it is cheaper to deliver direct from railway truck to lorry. 
If such accommodation is desired, however, the railway 
companies, wherever possible, rent fixed spaces in their 
yards at very cheap rates, a facility which enables delivery 
of materials to be effected on the spot and distribution 
carried out as and when required. In addition to being 
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the biggest individual carriers of bricks in the intry, 
the railway companies can fairly claim to be amon st the 
largest individual buyers, as their annual purchas-s total 


cver eighteen million bricks. 
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A Decade of Freight Train Progress 


DURING 1937 the four British main-line railway com- 

panies transported 286,617,000 tons of freight and 
9,103,000 head of livestock, necessitating the ruruing of 
over 140 million freight train miles. The extended use of 
wagons fitted with continuous brakes has made possible 
the speeding up of the services. The fastest express freight 
trains now average about 45 m.p.h., and some over 100 
miles non-stop. Very few such trains were run ten years 
ago, but five years ago the number had increased to 338 
daily, while at present it is 661. Another feature of 
sritish railway operation in the last decade has been the 
increase in the number of special wagons. Apart from 
mineral traffic, the companies’ stock of special wagons has 
increased from 6,000 vehicles in 1928 to nearly 12,000 at 
the present time. The companies have also increased 
their stock of high capacity wagons, the number of those 
with capacities of 20 tons and over having been increased 
from 25,000 to 44,000 since 1928. 

Developments have also taken place in the motor car- 
tage services afforded by the railways, the number of 
motor vehicles having increased from 3,466 to 10,000 
during the last ten years. The majority of these vehicles 
are of 2-ton and 4-ton capacity and are used principally 
for maintaining the regular collection and delivery ser- 
vices, although numerous types are in use ranging from 
light vans to 12-ton lorries. There are now more than 
2,500 mechanical horses in use, representing about 25 
per cent. of the total motor fleets, the number owned 
having increased tenfold during the last four years. 
The road cartage services of the railway companies cover 
the whole field of transport and, apart from the collection 
and delivery of railborne traffic, throughout transport 
by road is undertaken where the nature of the traffic or 
the area of movement does not lend itself to rail con- 
veyance. Services are also maintained by modern motor 
lorries in selected rural districts, operating in some in- 
stances as far as 20 miles from the railhead. These coun- 
try lorry services were introduced experimentaliy a few 
years ago for the assistance of agriculturalists and others 
in such areas, and they have proved so successful that 
they are now operated from 2,751 railway stations. Dur- 
ing the last ten years the growth in the popularity of road 
and rail container; has been almost phenomenal, the 
stock having risen from 1,574 to 13,800 at the present 
time. Special types of containers have been constructed 
to suit the requirements of particular traffics. 

The companies have also become the largest household 
removal organisation in the country. Their activities in 
this direction last year were equivalent to the movement 
of the population of a city of the size of York. They 
have specialised in farm removal work and have developed 
methods of dealing expeditiously and efficiently with the 
more complicated problems which arise when firms desire 
to remove their works or factories from one point to 
another. For this purpose the railway organisation, in 
addition to dealing with actual rail conveyance, caters for 
the dismantling and reassembling of the machinery, the 
removal of office equipment and all incidental services 
at the old and new works, the whole process being 
arranged in collaboration with the firms in order to secure 
the minimum interference with production. The Green 
Arrow system under which, for a fee of half-a-crown, 
freight train consignments are kept under observation 
throughout their journey, was introduced in 1933 and has 
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proved to be very popular. Another popular railway 
facility, introduced in 1934, is the cash-on-delivery system, 
and a present time more than 170,000 C.O.D. con- 
signments are dealt with annually by the four group 


compaliies. 
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New Zealand Government Railways 


775 eross revenue of the New Zealand Government 

lways for the financial year ended March 31, 1938, 
amount a to £8,634,186, the greatest amount earned by 
them in any year. As—contrary to the position obtaining 
and commodities—the freight 


in regard to other services 
rates and passenger fares have not been increased, the 


revenue earned points to a record traffic handled. The 
evenue was £843,535 more than the amount earned 


2TOSS l 


in the year ended March 31, 1937, and £346,070 higher 
than that earned in the financial year 1929-30, the pre- 


vious record year of railway earnings. Expenditure 
totalled £8,001,389, leaving a net revenue of £632,797, 
or £271,061 less than for the year ended March 31, 1937. 
The increase in expenditure, amounting to £1,114,596, was 
principally due to wage increases, totalling £739,000—of 
which £442,250 was for restoring wages to the 1931 level 
and to cover the cost of the 40-hr. week and other im- 
provements in staff conditions—and to £296,750 for 
handling the increased traffic. The remainder of the in- 
creased cost was on account of the higher price of coal 
(£100,000), greater consumption of coal in hauling the 
increased traffic (£41,000), increased material used in 
repair of rolling stock (£44,000), increased cost of expand- 
ing subsidiary services, such as road services, refreshment 
service, and bookstalls (£88,000), and other expenditure 
due to increased traffic and increased prices of com- 
nodities (£102,596). It may be noted in passing that the 
40-hr. week, adopted as one of the Government’s policy 
measures for creating more employment, gave work to an 
idditional 1,668 men in the Railways Department during 
the past year. 

The net revenue would, therefore, have been higher by 
the £442,250 mentioned above, or £1,075,047, instead of 
£632,797, had the improvements in wages and conditions 
not been made, or if the cost had been passed on to the 
users of the railways. At the same time it is noteworthy 
that the backwash of the depression policy is still affecting 
the financial position of the railways, but not only has 
the accumulation of work postponed during those years 
been largely overtaken during the past two years, but a 
policy of advancement and of service to the business and 
industrial community throughout the whole system has 
also been carried out. 

Passenger traffic for the year showed a revenue increase 
of 5 per cent. over 1937, and a substantial increase in the 
total of ordinary passengers and season tickets. The 
goods tonnage reached the remarkably high figure of ap- 





proximately 7,517,000 tons, an increase of 1,305,000 over 
that of the previous year and 2,500,000 tons more than 
the total carried in 1933. As the Railways Department 
has virtually not yet launched upon the carriage of freight 
by no this notable increase in railway freight tonnage 
is an indication of the substantially greater patronage 
given the department in the carriage of goods by rail 


during the past year. In view of this traffic increase, 
necessitating a particularly heavy new rolling-stock pro- 
gramme, the delay in delivery of material ordered from 
Overseas at the end of 1936 has been disappointing, but 
the position is now somewhat better, and deferred de- 
liveries are being more regularly made. During 1937-38 
the Otahuhu shops produced 11 new second class carriages 
and 588 new wagons of five different types. Rolling stock 
overhauled consisted of 538 carriages, 105 brake vans 
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and 4,881 wagons. The programme of new construction 
comprises 81 carriages, 51 vans and 2,999 wagons. Work 
on some of these is now proceeding, and it is expected 
that the programme will be in full swing in two or three 
months time, and that it will keep the shops employed 
at full capacity for the next two years and more. In addi- 
tion, improvements are being made to existing carriages 
and wagons as opportunity offers, and a considerable ton- 
nage of structural steel-work—principally bridge girder 
spans—is being fabricated for the Railway and Public 
Works Departments. 


Netherlands Railways in 1937 


THE report for 1937 of the Netherlands Railways shows 

that the improved economic conditions in Holland 
were reflected in an increase of nearly three million florins 
(f. 3,000,000) in passenger, and two millions in goods 
receipts. It was the last year of the working arrange- 
ment, which came into force on January 1, 1917, 
between the company for the working of the State Rail- 
ways and the Holland Railway Company, which have 
existed for 74 and 98 years respectively. A law passed 
in May of last year provided for the eventual winding 
up of these concerns and the transfer of their respective 
systems to a new one, the Netherlands Railways Com- 
pany, or N. V. Nederlandsche Spoorwegen, as from 
January 1, 1938. About 45 km. of line were abandoned 
last year for reasons of economy, and on a further 82 
km. passenger services were given up and only a limited 
goods service retained. On December 31, 1937, the 
system comprised 2,397 km. of main lines, 810 km. of 
secondary lines, and 135 km. of light railways or tram- 
ways, a total of 3,342 km., against 3,387 in 1936. The 
following table shows the receipts from various sources 
for 1937 and comparison with 1936. 


1937 1936 
Passengers and luggage f. 55,162,442 f. 52,168,292 
Letters and parcels 2,633,893 2,704,588 
Goods 7 40,311,018 38,439,397 
Other services 2,313,515 2,264,225 


Total .. f. 100,420,868 f. 95,576,502 


The passenger receipts increase was thus 5°74 per cent., 
and for goods the increase was 4°87 per cent. Operating 
costs totalled f. 91,113,363 against f. 91,600,640 in 1936, 
giving a working surplus of f. 9,307,505, or f. 5,331,643 
more than in the previous year. Nevertheless there was 
a total deficit on the undertaking of f. 33,400,000 against 
f. 31,800,000 in 1936, due to increased capital charges, 
insufficient allowance having been made last year for de- 
preciation, which, with other matters connected with the 
reorganisation, has given rise to a charge of f. 3,900,000 
in the present accounts. In 1937 40,584,875 train-kilo- 


metres were run, receipts per train-km. were f. 1-42, 
against f. 1:34 in 1936. Goods trains-km. totalled 
11,781,196, the corresponding receipts being f. 3-42 a 


train-km., against f. 3-46 in 1936. Changes in passenger 
fare rates were made during the year, and included half- 
price single tickets for military ranks below that of officer, 

and special evening return tickets available after 6.0 p.m. 
at practically single fare. There are also certain morning 
and afternoon trains between Amsterdam and Rotterdam 
by which similar tickets are available. The results have 
been very satisfactory. 

Efforts have been directed to speeding up and improv- 
ing the goods services and to modifying the working 
arrangements at small stations where the parcels and 
smalls service is now jointly dealt with by the railways 
and the lorry services of a subsidiary road undertaking. 
The so-called regional or zone goods services, based on 





198 


these principles, have also been extended. Considerable 
progress has been made in instituting some rational co- 
ordination in passenger services in the country, but goods 
traffic is still handicapped due to lack of any effective 
measures of the kind. Towards the end of the years the 
railways suffered a loss by the death of Heer E. C. W. 
van Dijk, Joint General Manager for 16 years. 
C. de f. Franco-Ethiopien (Abyssinia) 

HE report of the Chemin de fer Franco-Ethiopien, 

read at the recent shareholders’ meeting in Paris, 
stated that the traffic between Djibouti and Addis-Abeba, 
the capital of Abyssinia, was greater in 1937 than in 1936, 
but that imports sharply declined in the last four months 
of the year. Under a new working agreement signed 
on January 19, 1938, the company had substantially re- 
duced its tariffs. As a result the goods traffic from Djibouti 
had increased in the early months of 1938. The tonnage 
transported in 1937 was 86,988 tonnes of imports, 8,625 
tonnes of exports and 28,245 tonnes of internal traffic. 
The total receipts slightly exceeded fr. 90 million. The 
railway is a metre gauge line. Between Djibouti and 
Dire-Daoua standard 66-lb. metre gauge rails are now 
being laid and between Dire-Daoua and’ Addis-Abeba 
55-lb. rails. The rolling stock in 1937 comprised 72 loco- 
motives, 48 passenger coaches and 550 goods wagons. At 
the request of the Italian Government, the company 
equipped the line to deal with a traffic of 1,000 tons a day 
from Djibouti. The equipment now comprises 101 loco- 
motives (including six Garratt engines in course of con- 
struction), 57 passenger coaches (including four railcars 
now being supplied, and 3 sleeping cars in course of con- 
struction), and 598 goods wagons. The material is fitted 
There are 


with vacuum brakes and automatic couplings. 
now bi-weekly services of through trains in both directions, 
covering the distance of 784 km. (487 miles) between the 


coast and the capital in less than 24 hr. There are also 
bi-weekly services of other trains doing the journey in 
two stages, with a halt for the night. Six services a week 
are run between Addis-Abeba and Oualankite, 127 km. (79 
miles), and bi-weekly services between Djibouti and Ali 
Sabiet 89 km. (55 miles). The number of passengers 
carried in 19387 was 279,332 including 29,489 first and 
second class and 249,843 third class. 

* * * * 


Indian Pacific Locomotive Inquiry 


HE Government of India having accepted the recom 

mendation made by the Hon. Mr. Justice Thom, Kt., 
in his report upon the judicial inquiry into the Bihta 
derailment, a committee of experts with wide terms of 
reference has now been appointed, and the official 
announcement of the personnel and brief details of the 
scope of the investigation are given in the official state 
ment which we set out on page 226. In view of the 
protracted proceedings which, in many respects, diffe: 
from British practice, it may perhaps clarify the position 
for readers if we outline the sequence of events. It will 
be recalled that on July 17, 1937, a serious derailment 
occurred when the Punjab—Calcutta express was 
approaching Bihta station near Patna on the East Indian 
Railway, with the result that over 100 persons were 
killed and many were injured. The first step was the 
holding of an inquiry by the Senior Government Inspector, 
but he was unable to arrive at a conclusive finding, and 
the Government ordered a judicial inquiry. The latter 
was held. by Justice Sir John Thom, and his finding 
occupied a document of very considerable length. To all 
intents and purposes it confirmed the opinion of the Senior 
Government Inspector that the derailment was due to 
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distortion of the track caused by the “‘ XB ”’ class 
locomotive, which had a tendency to a hunting 1 
exceeding the prescribed 45-m.p.h. speed limit, 
made various remarks about staff negligence whi 
contributed to the accident. Although failures, 
opinion of Sir John, to take proper precautionary 
were largely responsible for the derailment, he al 
it his duty to recommend in the interests of the 
that the design and purchase of “‘ XB’’ locor 
should be the subject of a thorough, searching, an 
pendent inquiry, and the appointment of the | 
committee—which is designated the ‘‘ Pacific Locomotive 
Committee ’’—is the direct result of the acceptance by 
the Government of India of this recommendation. It is 
intended that the investigation should not be confined to 
‘““ XB ’’ engines but should also cover the other two types 
of broad-gauge Pacific engines at present in use, namely, 
“XA” and ‘“ XC.”’ The Chairman will be Lt.-Colone} 
A. H. L. Mount, Chief Inspecting Officer of Railw in 
the Ministry of Transport, England, and the committee 
will include Mr. Raymond Carpmael, Chief Engineer 
G.W.R., Mr. W. A. Stanier, Chief Mechanical Engineer, 
L.M.S.R., as well as an Indian Officer (a retired Chief 
Engineer), and a French Regional Chief Mechanical Engi- 
neer. The committee is expected to assemble in India 
on September 1 and, after carrying out its inquiries, to 
sail for Europe in the middle of October; its report will 
be completed in Europe. 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 
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French Locomotive Practice 
46, Nunsfield Drive, 
Alvaston, Derby 
July 14 
To THE Epitor oF THE Railway GAZETTE 

Str,—The appreciative review of Monsieur Chapelon’s 
book, ‘‘ La Locomotive a Vapeur,’’ which appeared in the 
pages of your April 15 issue, prompts me to suggest that 
the publication of an English edition of this work would be 
very welcome. 

It is generally admitted that M. Chapelon’s researches 
have contributed results in no small measure responsible for 
the recent improvements in locomotive design, not only in 
France, but also in Great Britain and many other parts of 
the world. Since this book is in effect a summing up, by 
the author of these investigations, of his principal conclu- 
sions, it must be counted a most important addition to the 
literature of steam locomotive theory and design. It would 
news to learn that the appearance in the near 
future of an edition in the English language might be 
anticipated. 

While writing on this subject, I may perhaps be permitted 
to remark that no recent reports have appeared regarding 
the 4-6-4 locomotive ordered by the former Nord company 
to designs based on these researches, and which were out- 
lined briefly in THE RatLway Gazette of May 21, 1937. 
Possibly you, Sir, or one among your readers ca 
enlighten me as to what progress has been made with this 
enterprise. 


be good 


some 


Yours faithfully, 

H. WILLIAMS 
of the importance of Mr. Chapelon’s book, it 
is probable that those to whom it is indispensable—and 
there must be many—will have acquired a copy in the 
original French, and it is, therefore, unlikely that the pub- 
lishers (J. B. Bailliére & Fils, 19, Rue Hautefeuille, Paris), 
would consider an English edition without some indication 
of the response such an undertaking would receive. We 
therefore suggest that readers interested should write to the 
publishers direct. We understand that the 4-6-4 locomotives 
referred to by our correspondent are now under construction. 


In view 


—Ep. R.G.] 
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‘‘Snoor- en Tramwegen.’’—With 
if July 5, enlarged to mark the 


its 1ss 

event ir Dutch contemporary Spoor- 
en 1 gen completed its tenth year 
of | ation. The want of a journal 
in the Dutch language dealing with rail 
transport had long been felt, there being 
pre’ lv only De Locomotief, now no 
long iblished, the organ of the local 
und im tram lines in Holland, the 


which was necessarily limited. 
In 1925 the managements of the Nether- 


lands Railwavs and the State and pri- 
vate lines in Netherland India decided 
to « blish a periodical to assist their 
ntet but the proposal remained in 
abe e pending the selection of an 
edit [he choice fell on Mr. S. A. 
Reitsma, formerly a railway officer in 
the East Indies and the author of 
numerous contributions to railway litera- 
ture. He entered on the work early in 
1928, a publisher was found, and the 


first number of the new journal appeared 
on July 10. Publication is fortnightly. 
The Netherlands Federation of Tram- 
ways and Road Motor Services has since 


become associated with the other under- 
takings who are patrons of the enter- 
prise, and certain pages are regularly 


allotted to its interests. 


Permanent Way Text Book for 
All Gauges, Fully Illustrated. By 


Kk. N. Salkade. Published by the 
\uthor, Permanent Way Inspector, 
G.I.P. Railway, Shahabad (Deccan), 
Ind 74 1n. 5 in. 1? in. 618 pp. 
Price Rs. 5-8-0 net. Postage Rs. 0-12-0 
net This work deals with Indian 
railway practice, covering permanent 


vav materials and maintenance, with a 
section on bridges and tunnels. Under 
the heading of ‘‘ Track Materials and 
lools the question of timber-preserving 
processes is dealt with, and comparison 
made of the life and stability of various 
kinds of sleepers and fastenings used. 
Under “‘ Track Maintenance,’’ the duties 
of the permanent way inspector and his 
assistants are considered in detail, the 
practical side of permanent way work 
being clearly and concisely treated in a 
manner that will appeal essentially to 
the practical man. Methods of training 


the permanent way man are suggested. 
\ summary of replies to a questionnaire 
regarding permanent way practice on 
Indian railways is included, the ques- 
tlonnaire covering working and strength 
ol gangs, type of ballast, sleeper spacing, 
number of fastenings, greasing of fish- 
plates, expansion gaps, widening of 
gauge on curves, and superelevation. 
he diversity of practice in vogue on the 
various railways shows that real stan- 
dardisation is vet far off. Another 
extremely useful inclusion is a series of 
safet rules, slogans and ‘‘ Don’ts,”’ 
the majority of which have application 


to | railways, 


, 
elsewhere 


whether in India or 
Other chapters cover track 
foundation, ballasting, &c.; methods 
ol relaying; curves, re-aligning, &c. 
\ section on bridges and tunnels includes 


] 


a list of the major girder bridges on 


Indian railways, and gives definitions 
of general bridge and building terms, 
together with useful tables. <A_ brief 
historical survey of the Indian railways 
is given, with details of the author’s 
tour to study maintenance of way 
methods. The hill railways and electri- 
fication are also briefly dealt with. The 
book is well written, fully illustrated, 
and to be recommended for its compre- 
hensive character, clarity of statement, 
and the practical detailed information 
it gives. 


Guide to Current Official Statis- 


tics, 1937. H.M. Stationery Office, 
London. 943 in. 6in. 406 pp. Price 
ls. net.—This guide is the annual index 


of the official statistics published by the 
Stationery Office during 1937, and 
provides a ready means of ascertaining 
the nature of the information available 
on any subject, and the official publi- 
cation in which it is contained. The 
matter published by the Stationery 
Office each year is so voluminous that 
a classified index is an indispensable 
adjunct to the statistics. The publica- 
tions of the Ministry of Transport alone 
occupy two pages of the book. The 
volume, which is the sixteenth of the 
series, contains 406 pages, and is con- 
veniently divided into a Subject Index, 
and a List of Publications. 


Butt-Welded Tools.—The Super- 
Cyclone tools described in this folder 
from the English Steel Corporation 
Limited, Openshaw, Manchester, are 
made from high-speed steel] containing 
12 per cent. cobalt, amongst other 
alloys, and are specially designed to 
give long service and high output. 
Apart from their composition adapting 
them for working at high speeds, the 
butt welding of the tips on to the alloy 
steel shanks forms a cushion that helps 
to absorb strains and shocks. All tools 
are scientifically hardened, and _ the 
cutting edges correctly ground to shape. 
Standard shapes are shown diagram- 
matically in the folder. 


Special Locomotive Steels.—A 
booklet of interest to locomotive engi- 
neers and students, by reason both of 
its novelty of production and the 
increasingly recognised importance of 
the subject with which it deals, has been 
published by Colvilles Limited, 195, 
West George Street, Glasgow. Entitled 
‘““ Special Locomotive Steels,’’ it des- 
cribes materials produced by this maker 
for boilers, fireboxes and frames, all 
characterised by a saving in weight 
coupled with an actual increase in 
strength compared with the classes of 
metals hitherto widely adopted. For 
example, the specification of Colvilles 
2 per cent. nickel steel for boiler plates 
has been evolved to allow of modern 
high boiler pressures being used without 
impairing the ratio between locomotive 
weight and efficiency; the maker’s 
Double Crown firebox steel has the 
weight-saving advantage that fireboxes 
can be constructed of 3-in. plate com- 
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pared with thicknesses when copper is 
used of ~%; in. up to perhaps | in. for the 
tubeplate. Other materials described 
in the booklet are Ducol high-tensile 
steel for frames, and Dalzo rust-resisting 
steels. There are several illustrations 
of well-known British and overseas 
locomotive types incorporating Colville’s 
steels, and on every page is a small sketch 
of some historic locomotive class with 
notes upon its contribution to the 
progress of design. On the covers are 
reproduced a view in colour of the 
L.M.S.R. streamlined Pacific, Corona- 
tion, and the booklet gains further in 
distinctiveness from being shaped to 
follow the contour of the streamlined 
casing and buffer at the smokebox end. 


Pneumatic and Electric Tools.— 
We have received from the Consoli- 
dated Pneumatic Tool Co. Ltd. a copy 
of the 1938 edition of the company’s 
catalogue No. 46, which contains several 
new features and provides a compre- 
hensive survey, with numerous _illus- 
trations, of the firm’s wide range of 
products. It is comprised of a number 
of sections, preceded by an alphabetical 
index, while a thumb guide to the 
catalogue pages themselves enables 
any section to be readily located. The 
catalogue is exceedingly well arranged, 
and presented in a clear and attractive 
style on highly-surfaced paper; the 
illustrations, almost entirely in half-tone, 


make clear the design and purpose 
of the numerous appliances. These 


cover a wide range, incorporating pneu- 
matic and electric tools of various kinds, 
such as hammers, riveters, drills, and 
grinders; also geared wire-rope and 
vertical hoists, contractors’ tools and 
vacuum pumps, portable 
compressors, condensers, and couplings. 
There are 136 pages in all, every one 
laid out to the best advantage for its 
purpose. 


accessories, 


Conveyors.—An _ illustrated  cata- 
logue from Fraser & Chalmers Engineer- 
ing Works, Erith, Kent, describes the 
Webb conveyor system for trans- 
portation, storage, and assembly duties 
in factories and workshops. This con- 
veyor is supplied with overhead or 
floor-type tracks and consists essentially 
of a rivetless drop-forged chain designed 
to afford ample bearing surfaces and 
long life. Two types of trolleys are 
supplied for overhead conveyors—the 
dirt-proof, and the grease-tight, the 
latter particularly for installations where 
moisture, acid fumes, or dirty conditions 
are encountered. Both run on roller 
bearings lubricated by a special greasing 
system which keeps the bearings clean 
and excludes foreign matter. Drive 
to the conveyor chain can be either 
direct from sprockets or via a caterpillar 
chain, and variable speed devices are 
incorporated when required. Track 
design varies considerably according 
to specific requirements, but all types 
supplied for these conveyors are made 
from standard steel sections either 
bolted, riveted or welded together. 
The catalogue also illustrates the range 
of chain-run fittings and tension units 
supplied for use with these conveyors. 








During the first few vears of main- 
line railways in Great Britain, Birming 
ham — probably the most im- 
portant centre of transport and in con 
sequence its local press gave an excel 
lent guide to conditions over a wide 
spread area Accordingly we read with 
considerable interest a copy of The 
Birmingham Journal for Saturday, 
May 11, 1844, which was loaned us re 
core by a correspondent, and from 


hich the following are reproduced 
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PACKET BOATS FR¢ M BIRMINGHAM. 
Ww rhampton, Dud 
1 ’ ive 








y, and intermediate places, nine a.m, 
half past six p.m., Sundays excepted.— 
Pocket Suution, Great Charlus Street, Fuday Bridge 





From the extracts reproduced above 
it will be seen that the growing passen- 
ger traffic of the country was then 
accommodated on _ trains, coaches, 
omnibuses, and canal packet boats, all 
of which provided regular and often 
connecting services. Below we publish 
from the same issue of The Birming- 
ham Journal some announcements of 
excursions and special trips by the 
various forms of transport from which 
it will be seen that even 94 years ago 
pleasure-seekers from the Midlands were 
afforded considerable variety. 


GRAND RAILWAY TRIP, 
BY SPECIAL TRAIN, TO MATLOCK. 
N ESSRS. SANSUM and SUTTON respectfully 
inform their Friends and the Public, Diet they 
intend visiting the above deJightful spot 
On MONDAY NEXT, the \3th of MAY. 
N.B.—For Tickets, there and back, apply to Mr. San- 
sum, #2, Lower Hurst Strect; Mr. Sutton, Town Hall 
Tavern, Ann Street. 
First Class, 8». 6d. ; Second Class, 6s. 6d. ; which will en- 
title the purchaser to view the Caverns and Petrifying 
Wells. 





RAILWAY EXCURSION. 
N ESSRS. PARKER and Co. beg respectfully 
4 


to inform their Friends and the Public, that they 
have engaged a SPECIAL TRAIN to CHELTEN 
HAM and GLOUCESTER; to leave the Camphill 
Station on Monpay, May 20th, 18##, and return the same 
day, calling at the Liflord and Bromsgrove Stations, to 
take up and set down Parties holding Tickets 
‘he Third Class Carriage will be fitted up with Seats 
Tickets, there and back, First Class, 85.; Sees ‘ 
Third, 4s. 6d., may be had of Mr. ¢ Parker, 40, Warner 
Street ; Journal Office, New Street; Mr. B. W. Richards, 
Queen's Head, Bishop Street; Mr. Price, Handel's He ad, 
Warwick Street; Mr. Mincher, Rainbow Inn, Bordesley 
Mr. Aldhouse, Waggon and Horses, Bradford Street ; Mr. 
Whitehouse, White Swan, Church Street; Mr. Godwin, 
Black Horse, Prospect Row, Duddeston; Mr. A -hmore, 
Star and Garter Inn, New Canal Street; Mr. Newey, 
Green Man, Lower Temple Street; Mr. Medlicot, 
Saracen's Head, Snow Hill ; and Mr. Hartis, Printer, 
Deritend , 
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NOTICE. 
GRAND RAILWAY TRIP TO LI ‘POOL 
AND . 
WATER EXCURSION TO KING y, 


NEAR DUBLIN. 
\ — BAY ind CLULEE 1 on 


iu that in — 1e! 

















their Ft conde that’ ni rr rt " | eedeg 
of visit ( = 
ments witl J - 
Company to cony 8 
a Special Iva } NDA 
Monrnine, June 
the convenience rh ! 
Hill Station, L ot 
June ith and 13% t Se ro'el in 
Tickets, to Liverpool and back, Its. ; K i 
Dublin, and back, 2a ¢ i 
‘ickets to be ha Whit ( 
Constitution Das } St { 
CLuLee, Su mer L nc 
CHEAP TRAINS TO LONDON 
pp Inhabitants of th Mi Und 
ous Counties are respectfully inform that ar 
rangements have been made wi ith ) . Railway 
Companies, for the despatch of EXC URSION TR AINS 
at Whitsuntide; upon which occasion PaSs« r * 
conveyed fo and fr London at unusas!'y lou The 
Trains will leave the respective towns named and return 
as follows 
TO LONDON. FROM LONDON. 
Thursday, 23rd May, Wednesday, 2)th May, 
Saturday, 25th May, Friday, 31st ‘ 
Thus permitting a stay of cither rour or Ei ear days 


in London. The Fares for a journey to aud fro, in 
Second Class Carriages, will 





From Birmingham....25s. From Derby 28 
Coventry run Nottingham 2% 
Burton-on-Trent 28s. Lought 245. ¢ 
Tamworth... 2 Leic 22 

From Birmingham, in F irst Class Carriage, 355 


Tickets for Birmingham, with all sialieale may be 
had on WepNespay, Tut rsDAy, Fripay, and Saturpay, 
the 15th, 16th, 17th, and 18th instant, upon appl lication 
at Mr. Osborne's, Stationer, 30, Bennett's Hill 





CHHAP TRAVELLING 
BETWEEN 
BIRMINGHAM, LIVERPOOL, 
AND THE INTERMEDIATE STATIONS, 
WIA BIRKENHEAD 
| ag oro pene TO and FROM BIRMING 
HAM and the INTERMEDIATE STATIONS, 
by the Trains which leave 
"Birmingham at lh. 10m, 6h Om., and 11h. 30m. a.m. ; 
Also at 2h. 45m. and th. lom. p.m. 
ND 
Liverpool, via Birkenhead, a 6h. 30m. and 10h, Om. a.m.; 
Also at 3h. 40m and $h. Om. P.M. 
May proceed by way of Crewe and the Che ster an 1 Birken- 
head Railway. There will be no delay, and they wi 
First US vneideweawsee . 10d. each. 
Second ditto .......s+0., ls. 10d. ditto. 
By order. 
J. B. WILCOX, Treasurer, 
Chester and Birkenhead Railway. 











BSWIFT PASSENGER BOATS, 
BETWEEN 
BIRMINGHAM, DUDLEY, AND WOLVERHAMPTON 
4 Nig Proprit tors of the above Packets beg to 
announce that, for the better accommodation of the 
Public, they have started an ADDITONAL BOAT, 
which leaves their Station, Wolverhampton, for Dudley 
and Birmingham, at Eight o'clock every Morning (Sun- 
day excepted.) 
TIMES OF STARTING. 
Wolverhampton to Dudley and Birmingham. 
A.M. A.M. P.M. P.M. 
From Wolverhamton.. 8 0/9 O}1 0/5 0 
From Dudley ........ 8W/940/110,5 8 
From Tipton ........ 8 50/9 50 | 1 50 }5 
Birmingham to Desiley and olverhampton. 
A.M A.M. P.M. P.M. 


From Birmingham.... 9 0; 1 0/5 0/6 30 
From Dudley . 5 91011 015 017 15 
From 1 ipton ‘ 9 50/1 50) | 5 50,7 30 


SHORT P. 10. KETS. 

From Birmingham to Tipton and Dudley, 11 a.m 
From Dudley to Birmingham, 20 minutes to +. From 
Tipton to Birmingham, at + 

PLEASURE PARTIES visiting Duprey CastLe 
are respectfully requested to secure their places at least 
one day be‘ore the time, having the choice of the Nine or 
the Eleven o'clock Boat. 

STATIONS. 

Wolverhampton... Bottom of Railway Street 

Dudley ........ Wright's Office, High Street 

Birmingham . Great Charles Street, Friday Bi 

Day Tickets, to and from Birmingham, may be ot 
at the Office. 








NEW COACH. 


\ ELTON MOWBRAY, GRANTHAM, and 

SLEAFORD, by Train at Seven a.m., and half 
a eight, (via Rugby,) meeting Princess Alice Coach at 
Syston Station, Midland Counties Line, at 10h. 50m. 4.M., 
arriving at Melton at Twelve at noon, Grantham 2 Pr. 
Sleaford 4 p.m. 


















NG 
NS, 





July ), 1938 


THE RAILWAY GAZETTE 





OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


LNITED STATES 


int Railways Exhibit at 
World’s Fair 


At forthcoming World’s Fair in 
New rk, 27 railways are to co- 
oper in a joint exhibit. This will 


form of (a) a scenic diorama, 
including 3,000 ft. of ‘‘0’’ (1}-in.) 

ize model track and equipment; (b) 
tr:nsportation pageant — entitled 
Ra ids on Parade,’’ dramatising 


the d lopment of American railways; 
and an exhibition on 4,000 ft. of 
outd track of examples of the latest 
pass r and freight equipment, in- 
cludi the new L.M.S.R. Ccronation 
Scot train. 


Scenic Diorama with Working 
Models 

The scenic diorama will be 160 ft. 
long by 40 ft. deep, housed in a pavi- 
lion with a capacity of 1,000 specta- 
tors It is suggestive of the eastern 
part of the United States, and is in 
keeping with the scales of the models. 
The more distant features are repre- 
sented in ‘‘ 00’’ gauge and minute sil- 
houette moving trains proportional to 
the diminishing perspective. The 
nearer ‘‘0’’ gauge section consists of 
3,000 ft. of track, representing main 


line passenger and fast freight sections 
of line, vards, a coal line, and a subur- 


ban line, with over 400 pieces of roll- 
ing stock of all types. High speed, 
streamlined expresses and local trains 
will run on the main line tracks, and 
complete shunting operations with 
automatic couplers, shunting and train 
engine movements to and from shed 
and at work, will be carried out. 
Through freight trains will be run and 
will be broken up and classified in a 
hump yard, and there will also be 
models of other shunting and locomo- 
tive yards, sheds, workshops, watering 
arrangements, and power houses. 

On the coal line, which will be of 
“00'' gauge, the complete handling 
of coal is demonstrated, from the pit 
head to a wagon-ferry across a river— 
35 ft. wide and of real water—and on- 
wards to coal-handling plant for ship 
loading, the loaded collier finally 


steaming away out of sight. The en- 
tire layout will be controlled by three 
operators, with relay interlocking 


1 


machines placed in the spectators’ gal- 
lery, and colour light signalling will be 
installed throughout. The scenario 
opens in darkness with everything illu- 
minated, passing on to dawn and day- 
light, the latter lasting about 20 min.; 
synchronised sound effects and an ex- 
Planatory talk will accompany the 
various movements. 


‘* Railroads on Parade ’’ 


This pageant will be performed on an 
Open-air stage, or series of stages, 
Measuring 250 ft. x 100 ft., with a 


cast of 200. The historic scenes will 
range from 1725 to the present day, 
with its streamlined and other trains, 
some 5,500 ft. of track being used in 
all. The grand stand for viewing the 
pageant will seat 4,000. 

[This subject was also dealt with in 
editorial notes in our issues of January 
28 and April 15, and in the Overseas 
columns in that of May 6.—Eb. R.G.] 


NEW SOUTH WALES 


Results for Quarter ended 
March 31, 1938 

The Government Railways revenue 
for the quarter ended March 31 was 
£4,863,090, an increase of £360,971 as 
compared with the same quarter of the 
previous year. Due to the restoration 
of salary cuts, higher basic wages 
awarded by the State and Federal 
Arbitration Courts, and _ increased 
material costs, the expenditure showed 
a rising trend, the working expenses for 
the quarter being £3,332,909, or 
£407,163 above those for the corre- 
sponding quarter last year. Despite the 
increased costs and a departure in the 
shape of a provision of £530,000 for 
sinking fund charges, traffic was suffi- 
ciently buoyant to warrant the expecta- 
tion of the Commissioner that another 
surplus would be shown at the end of 
the financial year, June 30, 1938. 

In the following table the increases 
in traffic are set out:— 

Quarter ended 


March 31, 
1938 1937 Increase 
No. of passen- 

gers ... 46,744,210 44,019,804 2,724,406 
Tonnage of 

goods 1,472,042 1,411,164 60,878 
Tonnage of coal 
and coke ... 
Tonnage of 
other 
minerals 
Tonnage of 
livestock 


1,908,580 1,721,345 187,235 


443,403 328,870 114,533 


227,793 223,568 4,225 


Mechanical Handling of Parcels 
at Sydney 


At Sydney Central station during 
rush periods considerable congestion 
occurred in the handling of luggage and 
parcels. Methods of dealing with 
similar traffic in other overseas 
countries were studied, and the con- 
clusion arrived at was that they were 
not altogether suitable for local condi- 
tions. As a result the Chief Traffic 
Manager and the Superintendent of 
Departmental Road Motor Vehicles 
decided to experiment with a 7 h.p. 
Austin car, and evolved the unit illus- 
trated on page 205. The car is fitted 
with 400 x 12 special traction tyres, 
has two speeds, one forward and one 
reverse, and is capable of hauling 34 
tons at 4 m.p.h. The trailing vehicles 
are attached by means of a short 
coupled spring loaded drawbar, the easy 
and quick release being a feature. The 
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trailing units track perfectly and no 
difficulty is experienced in rounding 
curves. At times as many as 20 empty 
trailers have been attached and have 
successfully negotiated corners and 
“*S” bends. 

Tests of trailers having roller bear- 
ings and pneumatic tyres have proved 
successful, and it is proposed to fit these 
from time to time as the existing 
vehicles can be released. When the 
trailer car stock has been fitted with 
pneumatic tyres the noise occasioned by 
the steel wheels on the platform surface 
will be eliminated. 

The consumption of petrol is approxi- 
mately 4 gallons in a 12-hr. period of 
work, and traffic which it normally 
took 12 hr. to deal with manually is 
handled in an hour and a half. As 
the number of parcels handled at the 
Central station increased during tlie 
year ended March 31 last by 285,675 
to the remarkable annual total of 
4,711,470, it will be appreciated that 
this saving in handling time is very 
valuable to the administration. The 
expansion of this volume of traffic is 
due largely to the introduction of the 
C.O.D. system, and to the bulk 
handling of parcels in bags. 


WESTERN AUSTRALIA 


Interstate ‘‘ Reso ’’ Tour 

During April-May, a party of 48 
representative Western Australians tra- 
velled to South Australia, New South 
Wales and Victoria by rail on a con- 
ducted “‘ Reso”’ tour. These tours are 
arranged by the various Australian 
Government railway systems with the 
object of encouraging residents of the 
various States to see more of their own 
country, make personal contacts with 
residents of other States and districts, 
and learn more of Australian industries. 
The name “ Reso”’ is an abbreviation 
of ‘‘ Resources ”’ and has been adopted 
to identify ‘“‘ Reso ’’ tours as compared 
with purely sightseeing excursions. 

This particular tour started at Perth 
on April 16, when a special train con- 
veyed the party to Kalgoorlie and thence 
to Broken Hill en route for Sydney. 
Arrangements were made for inspec- 
tions of the great smelting works at 
Port Pirie, South Australia, the vast 
silver, lead and zinc mining under- 
takings at Broken Hill, New South 
Wales, engineering and water conser- 
vation works, representative farming 
and pastoral properties, and country 
industrial establishments in New South 
Wales and Victoria, interspersed with 
sightseeing excursions among some of 
Australia’s finest scenic attractions. At 
various points the party was met by 
local residents and conveyed by car to 
points of interest in their respective 
districts. In the course of the tour, 
which occupied three weeks, approxi- 
mately 6,000 miles were travelled by 
rail and an additional 1,000 miles by 
car. The tour was personally conducted 
by railway officials throughout, and, 
with the exception of a period of five 
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days spent in Sydney, where accommo- 
dation was provided at hotels, the party 
lived on the train. 

The tour, both from the point of 
view of the publicity gained and the 
entertainment of the passengers, was an 
unqualified success and it is probable 
that further similar visits will be 
arranged in the near future. 


INDIA 


Shortage of Coal Wagons 

For some years past the Indian rail- 
ways have experienced difficulty in 
meeting the demand for wagons for the 
transport of coal during the busy 
seasons. The shortage during the last 
busy season was particularly acute, and 
led to a considerable rise in the price 
of coal. The possibility of the recur- 
rence of such shortage in November 
next is pointed out in a letter recently 
addressed by the Indian Mining Asso- 
ciation to the Chambers of Commerce, 
requesting the latter to advise their 
constituents to lay in stocks of coal 
during the monsoon months’ when 
wagons are readily available. 

In accordance with the offer made 
by Sir Thomas Stewart in the Central 
Legislative Assembly in February last, 
to meet the representatives of the coal 
industry for the purpose of discussing 
matters at issue between the railways 
and the coal trade, a conference be- 
tween the Chief Commissioner and the 
Financial Commissioner of Railways 
and representatives of coal interests 
will take place at Calcutta on July 29. 
The discussion, it is understood, will 
relate mostly to the tenders for the 
supply of coal to the railways and to 
the supply of wagons for coal traffic. 


Lecture on Air-Conditioned Travel 
Mr. L. P. Misra, Divisional Superin- 
tendent, East Indian Railway, Howrah 
Division, recently delivered a lecture 
at the Calcutta Rotary Club on air- 
conditioning railway coaches, and 
pointed out that the climatic condi- 
tions of India, with the extremes of 
temperature, the dust and the noise, 
justified air-conditioning. Mr. Misra 
explained the technical aspects of the 
electro-mechanical system adopted by 
the Indian State Railways. The air 
supplied in the coach was first filtered 
and treated for humidity and was then 
passed through cooling coils before being 
introduced into the coaches at a pres- 
sure which eliminated the possibility 
of draughts. Under this system the 
temperature within the coach could be 
regulated with great accuracy. In 
winter, the cooling coils could be re- 
placed by a contrivance for heating the 
air. On the B.B. &°C.I.R. the ice 
system, in which the cleaned and dried 
air was cooled by being passed over 
ice. Both systems were now on trial, 
and the Railway Board was not com- 
mitted to either of the processes. 


Railways and the Rupee Ratio 
The present weakness in the rupee- 
sterling exchange has revived agitation 
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in favour of a 1s. 4d. ratio for the 
rupee, which many businessmen and 
economists in India have long spon- 
sored. The Government of India has 
announced that it has no intention of 
revising the ratio, the maintenance of 
which at the existing statutory level of 
Is. 6d., is well within the resources of 
the Government. Protagonists of de- 
valuation have to bear in mind impor- 
tant budgetary considerations arising 
out of the sterling commitments of the 
Government of India and of the increase 
in the cost of railway and Government 
stores obtained from abroad. During 
the year 1936-37, the Indian railways 
purchased imported stores to the value 
of Rs. 5 crores (£374 millions). This 
figure is somewhat short of the average 
annual purchases of the railways for the 
last six years. On the basis of the 
cost of imported railway stores during 
1936-37, devaluation of the rupee to 
Is. 4d. would raise the annual railway 
expenditure under this head by Rs. 62} 
lakhs. In view of the importance 
attached by Sir Otto Niemeyer to the 
solvency of the Indian railways as 
affecting grants from the central ex- 
chequer to the Provincial Governments, 
any change calculated to increase rail- 
way expenditure without a reasonable 
possibility of additional corresponding 
earnings must be considered with the 
greatest caution. 


TASMANIA 


Road Competition and Control 

The financial position of the Govern- 
ment Railways has for many years past 
given the authorities much concern 
and inevitably ‘provokes adverse 
criticism from time to time on the part 
of the pubiic. Short hauls, the pre- 
ponderance of low grade freight, and 
the existence of many miles of excellent 
roads which tends to draw both pas- 
senger and goods traffic from the rail- 
ways, seriously affect-the revenue earn- 
ing capacity of the latter. On the 
other hand, the operation of Arbitra- 
tion Court awards, which in many 
cases contain more or less harassing 
conditions of employment in addition 
to relatively high rates of pay, results 
in a very high ratio of expenditure 
to revenue. Although direct com- 
petition with the railways by road- 
motor passenger vehicle and lorry is 
effectively controlled by the Transport 
Committee, of which the Commissioner 
for Railways is a member, the com- 
mittee has no jurisdiction over the 
rates of pay and conditions of employ- 
ment of motorcar and lorry drivers 
and owners, so that motor transport 
is, in this respect, in a very favour- 
able position as compared with the 
railways. 

The Government is at _ present 
occupied in making enquiries as to 
the best method of dealing with the 
situation, and has signified its inten- 
tion of introducing legislation during 
the coming session of Parliament, by 
which, it is understood, important 
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changes will be made. Wh these 
are likely to be can only at resent 
be conjectured, and the annou:. ement 
of the Government proposals ; being 
awaited with much interest. 


Goods Traffic Prospect 


From the point of view of th z00ds 
traffic the prospect appears hopeful. 
The establishment of the paper 
pulp business at Burnie, the |v ilding 
of the new bridge over the IL rwent 


at Hobart, the replacing of the old 
road bridge at Bridgewater with 2 new 
structure, and the building of « paper 
factory in the New Norfolk «istrict 
will mean increased business {fr the 


railways to handle, and this, no‘ only 
during the period of building, but in 
the case of the two paper pulp fa: tories 
when the two plants are brought into 
working. 


SPAIN 


Increased Railway Receipts 

According to a note issued by the 
Statistical Office of the Lburgos 
Government, the gross receipts of the 
National Western Railways during the 
second half of 1937 reached a total of 
29 millions of pesetas, as compared 
with 15 millions in the same period of 
1936, an increase of 93 per cent. The 
gross receipts of the Andaluces Rail- 
way Company for the same period 
amounted to 24 millions, an increase 
of no less than 133 per cent. 


Public Claims Offices 

A Decree appears in the Burgos 
Boletin Official of June 26, reinstating 
the Juntas de Detasas or Public 
Claims Boards, constituted in each 
provincial capital for the hearing of 
claims presented by members of the 
public against the railway companies 
for the refund of overcharges or for 
compensation for loss or damage. The 
boards will have powers to decide in 
cases of claims not exceeding 1,000 
pesetas, and, as the majority ol 
claims are under that limit, the sim- 
plified procedure will be of benefit to 
the public. The boards are formed of 
three members, one appointed by the 
Chambers of Commerce, one by the 
railway companies, and the third, the 
Chairman, by the Minister of Public 
Works. 


ITALY 


New Rolling Stock 


The State Railways administration 
announces that the delivery of 103 first 
and second class coaches is expected 
shortly. Also that orders have recently 
been placed for a further 150 of these 
vehicles; 350 third class carriages; 2,500 
wagons, including 200 insulated vans; 
2 stainless steel trains; and some special 
stock for maintenance purposes. In the 
course of the current year the follow- 
ing additional orders are to be placed : 
500 first, second, and third class 
coaches; and 2,500 wagons. 
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MODERNISED TRAINS, SOUTHERN RAILWAY 


Completely new interior decorations and arrangements have been 


incorporated in two trains for the Waterloo—Bournemouth— 


Weymouth services. 


The vehicles are painted light green 


(See illustrations on page 212) 


A? vart of its programme for improving rolling stock, 
1e Southern Railway has put into the London— 
ournemouth—Weymouth summer service two trains 


preseiting many departures from the company’s previous 
practice. Each train consists of 11 renovated vehicles 
59 fi. long over body, and gives accommodation for a 
total of 102 first class and 408 third class passengers. The 
total weight of the train is 352 tons. An extra composite 


first and third class renovated coach is added on 
busy d 


=" 
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a specially woven green Wilton carpet of trellis design 
and a darker shade than the green in the tapestry. The 
carpet is laid over an indiarubber underlay. Continuous 
longitudinal net racks are fitted over the windows, the 
balanced blinds of which are green on the outside to match 
the Southern green of the exterior and yellow inside to 
match the walls. Four architectural lights carried in gilt 
fittings in the ceiling, supplemented by a table lamp at 
each table, assure ample lighting. The car is heated by 
means of welded tubular radiators recessed in the sides 
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BOURNEMOUTH PORTION 


The coaches are of the usual semi-steel construction, 
consisting of bodies framed in hardwood with steel exterior 
panels and mounted on steel underframes carried on 
standard Southern Railway bogies. Each coach is 
fitted with Pullman vestibules and buckeye automatic 
couplers. 

These are the first complete trains to be turned out in 
the new unlined Southern green, a colour of much lighter 
shade than the present standard, and devised to give the 
stock a brighter appearance without being garish. The 
roofs are painted black. The word ‘‘ Southern ’’ in Gill 
Sans type, gold and black shaded letters, replaces the 
words ‘‘ Southern Railway ’’ on the vehicles, and the 
class designation of the compartments is now ‘‘ 1’’ and 

3°’ in gold and black shaded numerals instead of 

' First ’’ and ‘* Third.”’ 

Particular attention has been paid to the interior 
arrangement and decoration. The first class restaurants 
are arranged to seat 24 passengers, two on one side of 
the centre gangway and one on the other. Seats of new 
design have been fitted, intended primarily to be dining 
chairs but equally suitable for use as ordinary carriage 
seats. They are upholstered in tapestry of a design drawn 
from a Queen Anne ornament, in soft shades of blue, rose 
and gold on an almond green ground. A dark Regency 
yellow is used for the walls and a lighter tone of the same 
colour for the ceilings. Both walls and ceilings are covered 
in Rexine. The curtains are in green and gold to blend 
with the walls and tapestry. The floor is covered with 


Arrangement of 11-coach train for London-Bournemouth-Swanage-Weymouth service 





of the saloon between the seats, in front of each of which 
is a radiating metal plate with a grill at the top and bottom 
so that air can circulate over the heater. The recess is 
lined with asbestos behind which air can circulate so as 
to prevent any heat affecting the outside paint. This 
arrangement, by doing away with the usual pipes running 
along the bodyside, has increased the floor width by 6 in. 
Two Imperiston extractor fans are fitted on the ceiling. 
Over the windows are louvre type sliding shutter venti- 
lators which can be set by the passenger either to withdraw 
air from the compartment or to induce it to flow into it. 
The decoration of the restaurant is completed by a series 
of water colours, painted by Mr. Leslie Carr, hung between 

the side lights. The corridor and vestibules are lined in a 
dark brown grained Rexine. 

The third class restaurant cars accommodate 56 pas- 
sengers on seats of a design similar to those in the first 
class restaurant cars but slightly smaller so that two seats 
can be arranged on each side of the central gangway. 
They are covered in moquette in a Regency motif ex- 
pressed in simple tones of beige on an Indian lake ground. 
A specially woven Brussels carpet, of the same design as 
the moquette but deeper in tone, covers the floor. The 
dominant note of the colour scheme is simplicity, and 
although the tones are subdued, the lake ground of the 
moquette stands out in bold relief against the light stone 
Rexine of the walls, presenting a cheerful and pleasing 
appearance. Framed coloured etchings by Donald Max- 
well are arranged between the windows. Parcel racks 
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and heating are similar to that of the first class cars; 
ventilation is assured by means of Imperiston extractor 
fans in the ceiling and adjustable. Air-stream ventilators 
above the windows. 

The first class compartments are lined with the same 
Regency yellow Rexine as the first class restaurant. 
The seats are of a new design and each back is indepen- 
dent of its neighbour, the effect being that of three separate 
seats. They are covered in moquette of a design inspired 
by a charming early seventeenth century silk embroidery 
superimposed on a Venetian green ground. In keeping 
with the period decoration of the compartment, the floor 
is covered with a royal Wilton rug having a central 
motii taken from a famous old Indian design on a Wine- 
berry ground with a simple band border of Venetian 
green, giving prominence and size to the centre, the en- 
semble culminating in an atmosphere of early English 
interior treatment. 

These first class compartments are illuminated by an 
architectural lamp in the ceiling contained in a gilt fitting 
icting as a reflector, and by four tubular lights, two on 
each side between the seats. Low pressure steam radia- 
tors under each seat are so arranged that part of the heated 
air is deflected to the front of the seat but most of it 
rises behind the seats and enters the compartment above 
the backs. This arrangement prevents overheating of the 
seat cushions, and improves the circulation of air through 
the compartment. Each radiator is under the passengers’ 
control. A Torpedo roof extractor has its aperture in the 
ceiling ingeniously concealed in the base of the lamp fitting. 
There is also a sliding ventilator above the door window 
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A beveiled edge mirror is fixed centrally on each ¢ irtition 
above the seats, 

fhe walls and ceilings of the third class compa. ‘ments 
are covered with Rexine of a light stone colour, cid the 
design of the moquette for the seats is in the style of the 
late seventeenth century with conventional flora! forms 
in beige on an Indian lake ground. A Royal Wil'on rug 
in the Persian style covers the floor. The compa:iments 
are illuminated by three single roof lamps with _ nirror 
reflectors arranged across the compartment to ensu:« even 


distribution of light. Torpedo roof ventilators with the 
usual inside fittings are provided in addition to the © djust- 
able ventilators in the upper portions of the outside doors, 
The heating is by low pressure steam radiator unc:r one 


of the seats. A framed map of the railway is fixed cen- 
trally on one partition, and a bevelled edge oval ‘nirror 
on the other, between framed coloured etchings by Donald 
Maxwell. 

Lavatories are finished in yellow Rexine, and a luiiinous 
indicator is provided at each so that passengers can «scer- 
tain down the corridor if the lavatory is vacant. The corri- 
dors are finished in polished timber and the floors are 
covered with Gesco cork tiling. Seat cushions for both 
first and third class accommodation are of sponge rubber. 
Not only the passenger vehicles of these trains but the 
engines also are painted the new light green, to which 
we have already referred, and the whole presents a 
striking and attractive appearance. Normally the trains 
are hauled by the highly efficient “‘ Schools ’’ class 3- 
cylinder 4-4-0 locomotives. 

(Editorial comment on page 195) 








LUBECK-BUCHEN DOUBLE-DECK TRAINS 


Working results of the original high-speed push-and-pull 


N April 7, 1936, the Liibeck-Biichen Railway, then 
the largest private railway in Germany but since 
absorbed by the Reichsbahn, put into service two 

special push-and-pull trains each composed of a_ two- 

coach double-deck articulated unit and a_ streamlined 

2-4-2 tank locomotive with 6 ft. 6 in. driving wheels. 

Additional coach units could be added, if necessary. 

These trains were described in THE RatLway GAZETTE for 

January 31, 1936 (page 212) and May 22, 1936 (page 

1003). Last year an additional locomotive was obtained, 

and improved vehicles, and over 750,000 coach-kilo- 

metres (466,000 coach-miles) have been run. The ex- 
perience obtained has been described by Herren Gerteis 
and Mauck in the Zeitung des Vereins. 

The service was put on with five trains each way daily 
between Hamburg and Liibeck, 39} miles, three each way 
continuing to Travemiinde; about 750 km. (466 miles) 
were run on weekdays, with two units attached to the 
locomotives. On Sundays there were three trains each 
way, sometimes with additional units coupled. Each unit 
had 300 seats, equal to the normal demand, but there 
were often sudden increases in traffic, necessitating more 
accommodation. Overcrowding could not be avoided at 
times until more spare units were ready. The ventilation 
of the coaches, which have fixed windows and air-con- 
ditioning and cooling plant, also needed improving. _ Pas- 
sengers enter and leave by the centre gangway portion 
over the middle bogies, and at each end. No difficulty 
was experienced except at Liibeck, and here the train 
was stopped at one part of the platform to unload, and 
moved further on to load, without any loss of time 


trains lead to improvements in subsequent new equipment 





occurring. 
sufficient. 

It was early found that successful working required 
close co-operation between operating and maintenance 
staff, and that all concerned had to be carefully instructed 
in detail to ensure reliable service; this required some 
special training. The new trains were considered to 
justify themselves economically, even with the much 
higher price of the equipment in relation to weight carried 


Luggage accommodation was found to be 
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as com, ared with ordinary trains. Maintenance and fuel 
costs o: the special locomotives, however, represented a 
saving. Operation was also much improvedas there was 
ne loc: uotive shunting and the trains could be run as 
railcars. while less staff was needed: The additional 
s for air-conditioning and. lighting was not found 


appal 
“ a these advantages advetSely to any appreciable 
degre 

Late in 1936 the company ordered another locomotive 
and six more coaches, designed to remove the small defects 
met with in the original designs. The weight of the 
frames was reduced, allowing of heavier air-conditioning 
plant; better tyres were fitted, but roller bearings were not 
continued, the distances run not being considered to 
justify them. The air in a coach can now be renewed 
30 times an hour, against 12 times before, and the heating 
apparatus has been improved. Efficient insulation with 
Alfol has been applied between inner and outer roof 
plates, and screen-pieces built in to assist in deflecting 
and circulating the conditioned air. Ventilators with speed 
control action have been adopted. It is no longer neces- 


sary fo fill the coaches with-eold air from a stationary plant 
at the terminal stops, as had at first to be done in the 
summer. The electric generator, with accymulators, has 
been moved to a position over an end bogie, and its 
capacity increased from 14 to 20 kW. More use has been 
made of aluminium alloy for the internal fittings. 

The remote control apparatus has given satisfaction 
from the beginning. The plug type electrical connections 
have been replaced by others in the Scharfenburg coupling 
fittings. Loudspeakers between footplate and trailing driv- 
ing cab were not satisfactory, and ordinary telephones are 
now fitted. A pilot light on the trailer is illuminated when 
the fireman on the locomotive keeps a vigilance handle 
pressed, and should it remain dark for longer than reason- 
ably necessary for coaling duties the driver is required to 
telephone to the footplate. The old curved outlook 
windows have given place to flat ones, these being easier 
te keep clean by screen wipers. Although the first loco- 
motives were quite capable of hauling two units at 120 
km.p.h. (75 m.p.h.) it was deemed advisable to give 
the third one 12 per cent. more boiler capacity, so as 
not to work the boiler too hard; more coal and water 
space was also provided. 

Traffic from a large city like Hamburg over a line 
leading to the coast is necessarily subject to considerable 
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fluctuations. At quiet times the additional coaching stock 
needs using elsewhere to justify its cost. Fortunately the 
conditions on the Hamburg—Ahrenburg line are the re- 
verse of those on the Travemiinde route, weekday require- 
ments being heavy but Sunday traffic almost nil, the 
Waldorfer light railway and trams and buses, meeting 
the requirements. The additional double-deck stock was 
therefore used on this line on weekdays and transferred 
to the Liibeck route on Sundays and public holidays, 
only one unit then remaining on the suburban line. Two 
of the special tank locomotives were shedded at Libeck, 
the other at Hamburg, and in addition five ordinary 4 ft. 
11 in. 2-6-0 passenger tank engines were streamlined and 
arranged for remote control to run on the Ahrenburg line 
on weekdays (as described in our issue of December 24, 
1937, page 1210). 

Traffic is so heavy in July and August that all the 
coaches are needed, and it is impossible to have any in 
the shops for overhaul. Special arrangements were made 
for expert staff to be able to examine vehicles at Liibeck 
between runs and make any necessary repairs at once, 
ihe shops being equipped with additional tools. Clean- 
ing throughout is done at Ahrenburg, and the coaches are 
run in rotation to that point on purpose. Weekday 
running covers 1,790 coach-kilometres (1,112 coach-miles) ; 
Sunday services cover 2,728 (1,695 coach-miles). 

A standardised timetable has been found impracticable, 
requirements fluctuating so heavily, the services even vary- 
ing from Sunday to Sunday. Special officials are posted 
to control the use of empty stock. So successful have the 
services proved, however, with the 40-min. run to Liibeck, 
39} miles, and one-hour to Travemiinde, 51? miles, that 
no need is felt now for competing road services on the 
Autobahn. 

The chief saving derived from the new form of train is 
the reduction of about 30 to 40 per cent. in coal consump- 
tion, and the far smaller number of axles for the accommo- 
dation provided; the eight double-deck coaches have 48 
axles, whereas 144 would be necessary with ordinary stock, 
while, with the latter, heavier 4-6-4 locomotives would 
have been necessary. It is estimated that 65,000 RM. 
yearly are saved in the local weekday service alone. The 
double-deck principle permits better use of existing plat- 
form space and avoids lengthening, and, as a whole, the 
experiment is considered to have more than justified all 
expectations. 











Mechanical Handling of Parcels at Sydney 


During rush periods considerable con- 
gestion in the handling of luggage and 
parcels has occurred at Sydney Central 
station, New South Wales. As the result 
of a study of methods for dealing with 
similar traffic in other countries, the 
Chief Traffic Manager and the Super- 
intendent of Departmental Road Motor 
Vehicles evolved the unit illustrated along- 
side, which is a 7-h.p. Austin car fitted 
with special tyres and equipped with a 
coupling gear for drawing a train of 
trailers. At times as many as 20 empty 
trailers have been attached and have 
successfully negotiated corners. Further 
details of these interesting experiments 
are given in our Overseas columns this 


week on page 201 
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SCHOOL OF TRANSPORT 


Staff training college of railway operating at Derby— 
the first of its kind to be established in Great Britain 


N November, 1936, the London Midland & Scottish 
Railway announced its intention of establishing at 
Derby ‘the first railway staff training college in Great 

Britain. The purpose of this establishment, as we 
observed in our issue of November 6 of that year, was to 
provide a fund of knowledge for the non-engineering mem- 
bers of the railway profession similar to that available to 
the engineer in scientific text-books. In other words, the 
staff college was established primarily for the benefit of 
the L.M.S.R. Operating and Commercial Departments, 
the former of which alone contributes no less than 120,000 
members to the L.M.S.R. staff total of 230,000. Staff 
training has been intensively studied by the company for 
some years past, as a result of which the present scheme 
of a residential college was adopted on the grounds that 
the closer contact between students thus afforded will tend 
to break down departmentalism of outlook and facilitate 
the exchange of ideas. Derby was chosen as the site on 
account of the facilities for practical demonstration which 
are available at the control offices, marshalling yards, 
locomotive, carriage, and wagon works, and the scientific 
laboratory. 

The building, which was opened by the Minister of 
Transport last Friday (see page 227), is situated in 
Osmaston Park, and is surrounded by ample open space 
which later in the year will be formed into lawns and 
ornamental shrubberies, and a_ portion laid out for 
bowling greens and tennis courts. The plan of the school, 
although designed as one unit, consists of three sections, 
namely, educational, domestic, and social. The domestic 
portion is the main block of three storeys facing towards 
the road and containing 52 bedrooms for students and 
visiting lecturers, a visitors’ sitting room, staff bedrooms 
for eight resident staff, and a housekeeper’s flat comprising 
bedroom, bathroom and sitting room. From the entrance 
hall the main corridor leads direct to the hall of transport 
which is the focal point of the plan, and around which 
the classrooms, lecture theatre, administrative offices and 
social rooms are located. 


The Hall of Transport 


The hall of transport is 118 ft. long and 47 ft. wide, 
and is surrounded by an aisle divided from the central 
space by a colonnade. The central space is sunk 3 ft. 
6 in. below the-.floor, and in it will be placed an 
electrically-operated model railway, together with complete 
full scale signalling instruments and other apparatus for 
demonstrating train operation. On the east side of the 
hall of transport are five classgooms, which will be used 
for lectures or demonstrations according to the courses 
of study embraced by the curriculum. Also in this section 
is the lecture theatre with seating accommodation for 122 
persons. 

A projector room contains the latest apparatus 
for sound reproduction and the projection of miniature 
and full-size films. It is equipped with a Simplex pro- 
jector with capacity for 2,000 ft. of film, giving a running 


time of about 20 min. Room is allowed for a second 
machine if desired. 
On the west side of the hall of transport are the 


domestic and social quarters. The former consists of 
kitchen premises, fitted with the most modern cooking 
apparatus and food storage equipment, together with the 






staff dining room, sitting room and housekeeper’ office. 
The students’ social rooms consist of a lounge an: dining 
room. Forming a link between the two wings of the 
building and with access from the aisle around ie hall 


of transport are the library and administrative offices. In 


addition to the accommodation already referred tc. there 
are located on the ground floor a students’ lock r and 
drying room, lavatory accommodation and shower baths. 
These are in addition to the bathrooms and _ lavatories 


located in the bedroom block and are intended tor use 
during the day and after sports. 
A separate building has been erected to accommodate 
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Site of college and layout of grounds 


a garage for six cars, a small workshop and store. In 
the basement are the heating chamber, calorifier room 
and fuel bunker. 


Architectural Design 


The architectural motif of the design is based on the 
British Georgian tradition linked to present-day require- 
ments by a certain simplification of the details. The 
architect has adopted this motif in designing the elevations, 
decorations and furnishing. In this way a degree of har- 
mony has been attained which is unusual where the 
furniture and decorations are from another hand and mind 
than the actual building. 

The main facade to the London Road consists of two 
end blocks which form supporting features to the large 
central mass comprising bedroom accommodation. ‘The 
eye is thus led always from the ends of the building to 
the dominant note provided by the turret and weather- 
vane on the roof. At the highest point of the vane is a 
golden star which symbolises the continued optimism and 
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faith in the railway service which is marked by the build- 
ing of the school. Instead of the customary arrow or 
weathercock to indicate the-direction of the wind, a rocket 
has been designed, symbolising the vision which entered 
Stephenson’s mind when he sought a suitable title for his 
renowned locomotive. 

A feature of the design is that an effort has been made 
to revive the association of sculpture and painting with 
architecture. The chariot wheels embodied in the wrought 
iron entrance gates and the locomotive wheels forming 
part of the design to the oak front doors, symbolise ancient 
and modern forms of transport. The small sculptured 
panels on the lower part of the main elevation represent 
some of the principal activities of a great railway under- 
taking. The company’s arms are carved on the large 
cartouche which forms a dominant note in the main facade, 
and the flame of knowledge is symbolised in the two urns 
emphasising each corner of the entrance porch. Mr. 
Denis Dunlop, the sculptor, visited the railway company’s 
principal works and laboratories in order to obtain a 
correct interpretation of the various phases of the railway 
industry. The subjects which have been included in the 
panels are as follows, reading from right to left when 
facing the main building :— 

(1) Carriage building 

(2) Locomotive construction 

(3) Signals and telegraph 

(4) Civil Engineering 


(5) Architecture 

(6) Research 

(7) Marine transport 
(8) Traffic operations 

A specimen of these sculptured panels is illustrated on 
page 209. 

Interior Decoration 

Internally the building is of simple design. The prin- 
cipal note which strikes the visitor on entering the front 
portal is provided by the two mural paintings, the work 
of Mr. Norman Wilkinson, one symbolising the develop- 
ment of transport by sea and the other transport by rail. 
The quiet tones of the entrance hall in which the murals 
are set are provided by the grey colour of the marble 
pavement and the ivory tone of the walls; a lively note 
is indicated by the silver bronze handrail with its balusters 
picked out in colours to harmonise with the mural paint- 
ings and thus reflect some of their tints up the staircase 
to the landings above. After the light and colour of the 
entrance hall the corridor leading to the hall of transport 
is of softer hue. This hall is also of simple design and 
quiet decoration carefully chosen in order that there should 
be no bright spots of colour to distract the attention of 
students operating the electric railway and signalling 
apparatus. 

Access from the hall of transport is obtained to the 
dining room. Here the scheme of colour is mottled ivory, 
the floor of mottled brown and cream shades, and the 
furniture, like the remainder throughout the building, of 
English oak. The lounge walls have been treated with a 
pale heather mottled glaze, the furniture in moquette of 
several tones to harmonise with the walls; the wooden 
tables and tub chairs are of oak. An interesting feature 
in the lounge is the large mural painting entitled ‘‘ One 
Hundred Years,’’ which indicates the portico at Euston 
together with, on the right, a portion of Drummond Street 
as it existed when “‘ Euston Grove station ’’ was built, 
and on the left the street as it exists today with a portion 
of a new building to suggest the new Euston being erected. 
This panel was designed by the architect and painted by 
him with the assistance of three members of the archi- 
tectural staff, Messrs. J. F. Cooper, H. H. Matthews, and 
J. Carter. 


Library and Classrooms 
Adjacent to the lounge and accessible from the hall 
of transport is the library. This is a small room, but is 
tastefully designed with bookshelves and panelling in 
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natural oak. A simple treatment of the cornice a: | ivory 
tinted ceiling harmonises with the plain wood, a ‘\oor of 
smoke blue Korkoid, and-window curtains of t!.> same 
blue on a cream ground flecked with vermillion The 
chairs and tables are in wood to match the shel) s; the 
tables have ivory blister-proof tops. Adjoining the library 
are the administrative offices, which are simply dvsigned, 
the walls decorated with ivory paint and the furm:ture of 
a design to suit the uses of the rooms. 

The classrooms are finished in a colour scheme o: green, 


and the floor is in two shades of greyish green korkoid 


tiles. The walls are in light eau-de-nil, with the ceiling 
of a slightly paler tint. The furniture in the classrooms 
consists of tubular-framed upholstered chairs which can 
be easily moved about or conveniently stacked if the room 
is required for demonstrations instead of lectures. Like- 
wise the tables, some small, for easy transfer, or large 


tables which can be folded and moved easily, are included. 
The whole furnishing equipment has been designed to 
give flexibility for different purposes. 

The lighting fittings in the cinema lecture hall form a 
distinctive note in the general design and are cylindrical 
in form, with base and cap to match the colour of the 
seats; the lighted portions are suspended from the ceiling 
by ornamental gilded supports. The walls and ceiling of 
the lecture theatre are treated acoustically and tests have 
indicated no signs of echo or reverberation. 

Special consideration has been given to the bedrooms 
in order to provide in an economical way a simple but 
artistic result. |The floors are covered with cinnamon- 
coloured lino tiles on which is laid a small rug in brown, 
cream and rust red. The furniture, in a modernised 
Queen Anne style, is toned to a brown oak colour and 
polished to an antique patina. 

The architect for the building, decoration and furniture 
was Mr. William H. Hamlyn, F.R.I.B.A., the railway 
company’s principal architect. Holliday & Greenwood, 
of London, was the contracting firm, and completed the 
building expeditiously in the short allotted, time of ten 
months. 

The building is constructed of brick walls faced with 
selected sandstock multi-coloured facing bricks in quiet 
tones and pointed with a light cream mortar finished flush. 
Dressings of Portland stone are used throughout. The 
construction of the roof of the main block is of steel 
principals covered with weather boarding and Lombardic 
tiles. The flat roofs of the building are covered with 
Paropa insulation; the whole of the roof and supporting 
columns in the train room is in reinforced concrete. The 
constructional floors are reinforced concrete covered with 
smooth cement screed to take the floor coverings which, 
with the exception of the lounge and certain of the offices, 
are laid throughout with Korkoid tiles. 


Heating and Ventilation 


Ihe building is heated by the accelerated low-pressure 
hot water system, fed by three Ideal magazine-type boilers 
rated at 1,003,000 B.T.U.’s per hr. and fired with graded 
coke at the rate of 13 tons a week in winter and 4 tons 
in summer. Hot water service is on the indirect system 
from two copper 500-gal. calorifiers. These are provided 
with immersion thermostats and motorised valve pumps 
supplied by Rhodes, Brydon & Youatt Limited, and also 
with Fullway Mopumps. 

The ventilation from all bedrooms is by natural ducts 
communicating with the space in the main roof which is 
ventilated by an air pump type of ventilator located in 
the turret over the bedroom block. Several of the large 
social and instructional rooms are equipped with extract 
fans for use on particular occasions. The electric light 
current to the building is supplied from the company’s 
own power station. The general lighting conduit is 
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Sculptural panel representing locomotive construction, one 
of the series flanking the entrance porch 





Mural painting in the School of Transport, symbolis- 
ing the development of transport by rail, by Norman 
Wilkinson, P.R.I. 
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A student’s bedroom 


arranged on a flexible basis to allow for the alteration to 
apparatus. In the floor of the train room there is a 
‘key ’’ underfloor fibre duct to allow of complete 
flexibility for re-wiring of signalling, track circuits, and 
track feeds in connection with the model railway, and 
signal demonstration apparatus. 


Tutorial Staff 


The school will accommodate fifty members of the com- 
pany’s staff at a time, for varying periods according to 
the type of training they receive. Its tutorial staff will be 
selected from the company’s personnel, supplemented by 
lecturers drawn from a panel of practical men in positions 
of responsibility on the railway and so qualified to address 
the students on the various branches of railway working 
in which they have specialised. 

The first Principal of the school is Colonel Lionel 
Manton, D.S.O., of whom a portrait and biography 
appear on page 221. 





Interior view of classroom 
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Exterior views: Note how the design leads the eye to the centre pinnacle, and mural sculptures 
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TRANSPORT AT DERBY 
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Interior of dining hall 

















Above: The sunk floor in the hall of transport, 
where a fully-signalled working model railway 
is to be installed 


Left: Interior of lecture theatre, which is 
equipped with a cinematograph projector for 
showing silent or sound films 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Road Accidents in India 


p® IDING over the annual general meeting of the 
Western India Automobile Association at Bombay, 
Mr. Ormerod urged the authorities to institute a full public 
inquiry into road accidents. He referred to the Bihta 
accident report in which Sir John Thom exonerated the 
driver of the engine after a long and careful inquiry into 
the various factors connected with the crash. In the case 
of road accidents, however, popular opinion was against 
the driver of the motor vehicle. Magistrates hearing 
motor accident cases seldom called upon the road 
authorities to lead evidence into the faultless condition of 
the roads. This fundamental difference in outlook Mr. 
neers ‘rod attributed to the precedence given by the railways 
to the safety factor over financial considerations. The 
position in regard to the roads was just the reverse. Road 
authorities, such as municipalities, district boards, &c., 
paid greater attention to revenues accruing from the roads 
and road users than to the maintenance of the roads in a 
condition conducive to public safety. The incidence of 
fatalities by motor accident is very high 

deaths per 10,000 motor vehicles—and it may be worth 
while to investigate whether and to what extent motor 
accidents are caused, wholly or partly, by the dangerous 
condition of roads open to motor traffic. 


The International Union in London 


FOR the first time in the history of the International 

Union of Tramways, Light Railways, and Public 
Omnibuses, a meeting of the Management Committee was 
held in this country in June. After their business meeting 
in the morning, the visitors were entertained at luncheon 
by the London Passenger Transport Board, and Mr. Frank 
Pick, the Vice-Chairman of London Transport, who was 
accompanied by several of the higher officers of the board, 
welcomed the Committee of Management to London. 
Tramways in London, he said, were shrinking quickly; 
half had already gone, and the other half would be gone 
by 1942. For tramways they had substituted trolleybuses; 
a hybrid, neither a good tram nor a good bus! He was 
not sure whether the International Union looked with 
favour on them, or even recognised them, but he asked 
for their forgiveness if London Transport had departed 
from the straight path of the tramway! In these days 
of growing national consciousness, continued Mr. Pick, 
international conferences and meetings had a much more 
important function to serve by reminding them that they 
were not only citizens of a particular country, but neigh- 
bours and partners in the occupation of a planet. There 
Was a competition amongst nations for the improvement 
of civilisation for them all, which could be furthered by 
institutions such as theirs, and for which we should be 
grateful. M. Gaston Ithier, President of the International 
Union, thanked the board for its generous reception of 
the delegates and for its hospitality, and said he hoped 
that in due course the London Passenger Transport Board 
would become afiiliated to the International Union; the 
union would very much like chief officials of the board 
to be members. There was much that they could learn 
from the board’s activities, and he was sure that the Inter- 


national Union would be richer for the experience which 
the board could bring to its deliberations. Among the 
questions discussed at the meeting of delegates in the 
morning was the venue of next year’s international con- 
ference, and it was decided to hold this at Zurich from 
July 16 to July 21. At the suggestion of the British 
members of the Management Committee it was decided 
that the number of papers be very much fewer than has 
hitherto been the custom at these international conferences; 
that only summaries of them should be read; and that the 
greater part of the time should be devoted to discussion 
and debates. Next year, for the first time, English will 
be one of the official ‘languages of the conference, in addi- 
tion to French and German. 


State Railway’s Novel Interest 
in Road Transport 

VERSEAS railway administrations are faced with very 
different problems in connection with road transport 
participation in different countries, and even in the various 
parts of those countries. They have, therefore, solved 
them in a variety of ways. In some cases, as in South 
Africa, it has proved feasible and remunerative for the 
Railways and Harbours organisation to run its own ser- 
vices, and the same remarks apply to railways owned and 
worked by native states in India, notably the Nizam’s 
State Railway in Hyderabad. But in British India the 
difficulty to be faced by both State- and company-worked 
railways is similar, to the extent that they are either 
owned and worked or are sponsored by the central Govern- 
ment of India, whereas the roads and road development, 
and control of road transport are under the Governments 
of the various Provinces, which, under the reforms, are 
becoming more and more autonomous. Consequently, 
there is a tendency for the Provincial administrations to 
favour ‘‘ home enterprise ’’ in the shape of local bus and 
haulage concerns, at the expense of the railways, in which 
they have no direct interest. With rapid road develop- 
ment such as is taking place in most of the Provinces, 
the railways are having to face very menacing road com- 
petition, and, on the other hand, are not always en- 
couraged by the local Government to counter this menace 
by running their own road services, as is clear from an 
instance quoted in the article we publish in this issue on 
page 216. The position of the railway in question, the 
North-Western, was, therefore, becoming daily more 
difficult, until the remarkable expedient outlined in that 
article was evolved and sanctioned by both central and 
local Governments. This consists of overcoming at a 
stroke not only the disabilities of the railway-managed 
road concern—clearly explained in the article—and the 
usual objections to a service worked by a contractor on 
behalf of a railway, but also the natural antipathy of the 
local authorities to intrusion of railway interests into their 
preserves, by the participation of local management in the 
new transport undertaking described. A further novelty 
for securing the successful operation of the service, avoid- 
ing competition, and giving satisfaction to other bus 
interests on the same route, to the travelling public, and 
to the two Governments concerned, is also referred to in 
the article. Though not amounting to a pooling of 
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receipts this scheme goes far towards that condition, and 
shows commendable give-and-take on both sides. _Pre- 
sumably there are safeguards to insure fair dealing, and 
at any rate the arrangement is stated to be working very 
satisfactorily at present. Altogether, the new venture shows 
remarkable enterprise, initiative, and tactful handling on 
the part of the North-Western Railway administration. 
Surely a private limited-liability road transport company 
in which the Governor-General, as represented by a State 
Railway, participates with a local contractor in the ad- 
ministration of a bus service must be almost if not quite 
unique. In overcoming so many difficulties the experi- 
ment richly deserves success, and we hope it may be ex- 
tended rapidly to other routes in the Punjab, so as to 
provide widespread and rational road feeder services to 
the largest railway system in India. 


Composition of the London Bus Fleet 


ON’ June 13 the London Passenger Transport Board 

completed five years of working life, and as in 
previous years we have compiled a table showing the 
composition of the board’s bus fleet classified depart- 
mentally and also under types of vehicles, motive power, 
and passenger accommodation. As might be expected the 
changes between. now and a year ago are not fundamental, 
but indicate rather the continuity of that process of 
standardisation which the board undertook from the out- 
set. A year ago there were 366 of the old NS type buses, 
whereas this type has now disappeared from the fleet. 
Similarly, the Gilford coaches, inherited from independent 
operators, have now been withdrawn from service; and 
the MS type (Morris Viceroy) has also disappeared. New 
entrants are the CR and TF types, of Leyland manu- 
facture, the former with rear engines and the latter with 
flat engines, both of which have been described and 


LICENSED BuSES AND COACHES AT JUNE 30, 1938 


nye of Body 


(Double-deck Central 
= — or 
Type Type of Engine single-deck) 
and Chassis ‘ 
and | 
a gg Buses | Coaches 
ST A.E.C. Regent (Petrol) | D/D 48/54 | 1,011 
LT A.E.C. Renown (Petrol) D/D 54/60 757 
LT A.E.C. Renown (Oil) D/D 56/60 467 
LT A.E.C. Renown (Petrol) | S/D 30/35 190 25* 
‘ A.E.C. Regal (Petrol) | S/D 26/32 50 8* 
T A.E.C. Regal (Oil) $/D 30 
STL | A.E.C. Regent (Petrol) D/D 50/60 574 
STL | A.E.C. Regent (Oil) D/D 48/56 | 1,760 
STD | Leyland Titan (Oil) D/D 55/56 100 
O A.E.C (Petrol) | D/D 55 
0 A.E.C, (Petrol) | S/D 37 
O A.E.C, (Oil) D/D 51 
O A.E.C. (Oil) S/D 32/37 53 
R A.E.C. Reliance (Petrol) | S/D 29/32 
BD Bedford (Petrol) S/D 20 - 
C Leyland Cub (Oil) S/D 20 23 
Cc Leyland Cub (Petrol) | S/D 20 8t 
CR Leyland Cub Rear Engine | S/D 20 
(Oil) 
DA Dennis Dart (Petrol) | S/D 17/18 37 
TD Leyland Titan (Petrol) D/D 48/56 111 
TD Leyland Titan (Oil) D/D 50/56 9 
TD Leyland Titan (Petrol) | S/D 29/30 
TR Leyland Tiger (Petrol) | S/D 29/32 5° 
TF | Leyland Flat Engine 
(Oil) ..' S/D 34 
Total .. = aa re Pe 5,142 46 


* Private hire + Interstation buses 
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illustrated in these columns at the times of their intro 
duction. The total of the whole fleet this year 6,204 
against 6,266 a year ago, which means that the { et has 
remained virtually constant but that in some cases igher- 
capacity vehicles have replaced types now co: idered 
obsolete, so that the numerical total is slightly les: This 
year, the Central Bus fleet is shown for the fir time 
as possessing coaches—the result of transferring from the 
Country to the Central Department those vehicl used 
for private hire and ‘‘ seeing London ’”’ tours in the 
Central Area. 


Buenos Aires Transport Corporation 


AFTER a prolonged period of preparatory study of the 
many intricate problems in connection with the 


. . . co- 
ordination of the different passenger transport services in 
the City of Buenos Aires, the above corporation was 
formally constituted on June 10, at a ceremony which 


was attended by Dr. Diogenes Taboada, the Minister of 
the Interior; other representatives of the Government: and 
the heads of the various transport concerns. The Presi- 
dent of the new body, Dr. Carlos Alberto Acevedo 
formerly Minister of Finance, briefly described the lack of 
organisation and control of the city transport services 
which led the Government in 1933 to appoint a special 
committee to investigate the problem. The recom- 
mendations of that committee were embodied in the Act 
of September, 1936, which provided for the creation of 
three entities: (i) The Transport Corporation, which repre- 
sented the fusion of the existing transport companies, with 
a joint capital of $670,600,000 paper, divided as follows: 
Underground and surface tramways, $432,600,000; omni- 
buses and ““ micro-buses,’’ $89,800,000; the Government 
and Municipality, $148,200,000 (ii) the special committee 
which automatically ceased to exist on the constitution of 
the corporation, and had been charged with 
ascertaining the capital of the various com- 
panies, drawing up the statutes, and provid- 
ing the machinery for the expropriation of 
those concerns that did not wish to come 
under the scheme (iii) the Control Com- 
| : mittee, which was entrusted with the duty 

of ensuring compliance with the existing 
laws and statutes. Tariffs had to be drawn 
up within six months. They could not be 


Country 


Buses | Coaches 


126 altered without the authority of the Control 
1 Committee, while the Law governing the 
cs corporation contained a_ special clause 

Pp a8 stipulating that existing tariffs for workmen 
P 1 could not be increased, and that before fix- 


ing the tariffs, it would be necessary to com- 
151 - pare the relation of income to expenditure. 
Some of the operating costs would be higher 


- i than previously, others lower, as certain in- 
1 ee creases were inherent in the provisions of the 
102 77. law, while economies would be effected by 
» | oe the elimination of overlapping of services 
74 >= and wasteful competition. The principal in- 
1 ; creases were estimated as follow :— 
' $ Paper 
Interest on recognised capital 47,200,000 
20 = Increased payments on pensions 9,000,000 
* Increased salaries .. 14,400,000 
3 SES 
$70,600,000 
= ot The powers and functions of the Corpora- 
570 446 tion were outlined in THE RaILwAy GAZETTE 


of March 8, 1935, and its personnel 1s 
given in our Personal columns this week. 


ed 


July 29, 1938 


THE RAILWAY GAZETTE 215 


Road Transport Section 


The Motor Industry in Great Britain 


NE of the most comprehensive handbooks dealing 
O h the British motor industry is issued annually 
the Society of Motor Manufacturers & Traders, 

and the 1938 edition, which is now available, is of even 
oreater interest than its predecessors. The volume con- 


tains authoritative review of the historical progress of 
the industry from its earliest days until December, 1937, 
and, in addition, a special article dealing with the life of 


the private car which is based on a special investigation 
conducted by the society in collaboration with the Ministry 
of Transport and the Middiesex County Council. The 
voluminous statistics this book contains cover many phases 
of the motorcar industry and reveal that 1937 was a peak 
year for the production of motor vehicles in the United 
Kingdom, the output showing an increase of 10 per cent. 
over 1936, while the increase over 1924 (which is taken as 
the base year) was no less than 246 per cent., equal to 
an increase of 361,000 vehicles. Of the total production 
of private cars and commercial vehicles, practically one- 
fifth was exported, of which the British Empire took about 
85 per cent. Figures are also given to show that the 
motor industry gives employment directly or indirectly 
to over 1,300,000 people, of whom it is estimated that 
560,000 are employed in goods vehicle transport and 
210,000 in the operation of public service vehicles, includ- 
ing taxi cabs and hire cars. It is also claimed that the oil 
and tyre industries, coupled with the general distribution 
and garage activities, alone employ over 150,000 persons. 

On the ground that in direct taxation and duties the 
industry provides a sum equal to one-eleventh of the total 
national revenue, it is suggested that the industry makes 
a very important contribution to the economic welfare 
of the nation, a suggestion which it would be somewhat 
difficult to controvert. During 1937 the revenue from 
vehicle taxation and fuel duties increased by £4 millions, 
and of the total revenue produced over £50 millions went 
to the Exchequer, derived largeiy from the duty on petrol 
and heavy oil. The society also makes the point that the 
tax burden on the industry has created a demand for 


a smaller sized vehicle than is in general demand in many 
of the major overseas markets and thus the domestic 
supply is out of step with export requirements. This 
difference is said to have seriously handicapped British 
producers when competing in the world markets and a 
similar disability is experienced when home legislation 
restricts vehicles to overall dimensions which are less than 
the specification generally desired by overseas customers. 
A plea is made, therefore, for this important feature to 
be borne in mind by the responsible authorities in future. 


Production of Vehicles 

The statistics relative to the production of vehicles in 
1937 show that 507,749 vehicles were produced, of which 
389,633 were private cars and taxis and 118,116 coim- 
mercial vehicles and buses. Interesting details have been 
computed of the extent to which this work involved the 
consumption of raw material. These indicate that the 
industry now absorbs annually about one million tons of 
iron and steel, over 2} million gallons of paint, 20 million 
yards of trimming, nearly 70,000 tons of rubber, about 
10 million square feet of glass, and about 1,527 million 
gallons of petrol and oil. Other figures show that there 
are now 2,461,833 motor vehicles registered in the United 
Kingdom and 491,718 motor cycles. Of these, 1,834,248 
are private cars and 487,750 road haulage vehicles. It is 
estimated that the number of outer covers and solid tyres 
produced in the country last year was the record figure 
of 6,757,000, an increase of nearly 600,000 over 1936. The 
density of motor vehicles in the United Kingdom is cal- 
culated at 51.2 vehicles per 1,000 persons, an increase of 
3°6 vehicles over 1937, and the number of vehicles per 
mile of road rose from 15-6 in 1936 to 16:4 in 1937. In 
reviewing these figures, however, it must be borne in mind 
that the production and sales curves have taken a dis- 
tinctly downward trend during the earlier months of 1938 
and that the British motor manufacturers expect an inten- 
sification of competition in the world markets from other 
countries. 








Transporting a Giraffe 


An L.N.E.R. six-ton Scammell mechanical 

horse with a special low trailer conveying 

the craie which contained “ George’’ the 

giraffe to the Zoological Park at Corstorphine 

on July 16. The giraffe arrived at Glasgow 

by sea and finished his journey by road 
none the worse for the trip 
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Solving the Railway Road Transport Problem in India 


July 29, 1938 


The disadvantages of bus operation by a railway or by a contractor 
on behalf of a railway have been avoided by the formation 
of a company, 60 per cent. of the capital of which is held by the 


Governor-General and 40 per 


NOVEL and enterprising passenger road transport 

development has recently taken place in India, where 

the North-Western (State) Railway, on behalf of 
the Governor-General in Council, is associated with private 
interests in a private limited liability company formed for 
running one or more railway-associated bus services in the 
Punjab. The following is a brief history of this unique 
event. 

For over two years negotiations have been going on 
between the Indian North-Western Railway administration 
and the Punjab Government for the issue of road licences 
in that Province, and the first offer made to the railway 
was for only 25 cars out of a total of 135 on the Kalka- 
Simla road. On investigation it was found that with 
this small percentage of cars difficulty would be experi- 
enced in avoiding cut-throat competition with other 
licensees. The offer was therefore rejected. 

Continued negotiations resulted, however, in 10 out of 
a total of 20 licences being granted to the North-Western 
Railway to ply on the road between Lyallpur and Jhang, 
a distance of 48 miles. The metalling of this road was 
completed only at the beginning of May, 1938, and. 
therefore, no vested interests existed, nor could any indi- 
vidual or firm claim any prescriptive rights. 


AMAL anys 






The fleet of Bedford chassis buses outside the headquarters offices, N.-.W.R., Lahore 


cent. by a_ selected contractor 


The first question for subsequent decision was whether 
the road service should be worked departmentailly or 
through a contractor. Both these methods obviously had 
various objections. If worked departmentally, the over- 
head charges would be considerable, and the personnej 
working the service would come under railway rules, 
involving Provident Fund subscriptions, uniform, higher 
rates of pay, prescribed hours of work, and other handi- 
caps. On the other hand if the service were worked by 
a contractor on behalf of the railway, difficulties were 
likely to arise as regards (a) the running of buses to 
scheduled timings when only a few passengers were offer- 
ing, (6) the fixing of a subsidy to be paid by the contractor 
to the N.W.R. for use of the railway road licences, and 
(c) the probable objections of the Punjab Government to 
the arrangement as the railway would then be open to 
the accusation that the licences so granted were being 
farmed out. 


The Solution of the Problem 
Toavoid all the difficulties presented by these two methods 
of working the scheme, it was decided to form a private 
limited liability company to be known as the North- 
Western Transport Co. Ltd., with an authorised capital 


Mr. Hawkes, Chairman of the new company, and Lt.-Colonel Carter, General Manager, N.-W.R., are fourth and fifth from the left 
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To DELHI 





Sketch map of part of the North-Western Railway system show- 
ing the gap between Lyallpur and Jhang, and the long detour 
necessary by rail, either via Shorkot Road, or via Chiniot 


of Rs. 4 lakhs (£30,000). The object of fixing Rs. 4 lakhs 
as authorised capital was to allow for future expansion 
in case other partial monopolies were obtained on other 
roads from the Punjab Government. The subscribed 
capital for working the Jhang—Lyallpur service is 
Rs. 71,100, out of which 431 fully paid-up shares of 
Rs. 100 each are held by the Governor-General in Council, 
and 290 fully paid-up Rs. 100 shares are held by a con- 
tractor selected by the railway administration, Makhan 
Singh & Sons, who also act as Managing Directors of the 
North-Western Transport Company and receives a re- 
muneration of Rs. 250 a month for these services. It 
will be noticed that the shares have been divided in the 
proportions of 60 per cent. of the total issue to the 
Governor-General and 40 per cent. to the selected con- 
tractor. The reason for this distribution is to allow 
sufficient parity in the holdings and so avoid subsequent 
disputes between the shareholders. 

The company was registered on May 17, 1938, and 
began functioning on May 19 with 10 buses (on Bedford 
2}-ton chassis). All are fitted with upholstered seats—the 
majority facing forward—accommodating 20 passengers, in 
addition to the driver, cleaner, and conductor. 


How Competition has been Avoided 

During the first fortnight of the existence of the North- 
Western Transport Company, numerous meetings were 
held with the other 10 lorry owners who held licences to 
ply on the Lyallpur—Jhang road. This railway venture 
was undoubtedly viewed with extreme suspicion at first, 
but as everything possible was done to avoid cut-throat 
competition, arrangements for amicable working were 
eventually concluded, and have so far proved extremely 
satisfactory. The traffic by rail to Lyallpur for Jhang 
and vice versa in 1936-37 was 15,000 passengers, whereas 
the road traffic was 45,000 passengers. The arrangement 
made was that the buses would run to alternate timings; 
for instance, if 7 double trips were made by the North- 
Western Transport buses in any one day, 7 would also 
be made to intermediate timings by the other 10 licensees. 
A daily balance of passengers carried was also arranged 
to be struck, which was adjusted the following day either 
by the North-Western Transport Company giving the first 


lot of passengers offering to the other 10 licensees or, if 
the traffic of the latter was greater the previous day, the 
first lot of passengers offering was handed over to the 
North-Western Transport Company by them. The maxi- 
mum rate fixed by the Deputy Commissioner was 3 pies 
(jd.) a passenger-mile, and this maximum has been adhered 
to since the company began functioning. There has been 
no competition of any sort, and the other 10 licensees 
appear to be well satisfied with the arrangements, and 
would now not be willing for the railway licences to be 
given to any other individual or organisation. 


Railway Participation in the Administration 


Of the five directors of the new company, three are 
nominated by the Agent, N.W.R., on behalf of the 
Governor-General in Council, and these are: The Chief 
Commercial Manager of the railway, Chairman; the Chief 
Accounts Officer, Director; and the Chief Mechanical Engi- 
neer, Director. The other two directors are the nominees 
of Makhan Singh & Sons. The registered office of the 
company is situated in the headquarters office of the 
North-Western Railway, Lahore, and is supervised by 
the officer-in-charge of the Sales and Publicity Depart- 
ment. The Managing Director’s office is situated at Lyall- 
pur, where garages, workshops, offices and waiting-rooms 
have been built on railway land rented by the railway to 
the North-Western Transport Co. Ltd. In addition to this, 
a small plot of land adjoining has been hired from the 
Lyallpur Municipality on which it is proposed to install 
a petrol pump to supply petrol not only to the buses of 
the company but also to the public. The passenger traffic 
on the Lyallpur—Jhang road, both local and through, is 
increasing, and the rail-cum-road-cum-rail traffic is also 
on the increase. During the week ended June 11, 1938, 
the average number of trips made by the North-Western 
Transport buses was 14 daily each way, and the gross 
earnings amounted to Rs. 150 a day. The whole fleet 
of 10 vehicles was expected to be in operation by 
July 18. A portrait and biography of Mr. Hawkes, Chair- 
man of the venture, will be found on page 222. 








Road Transport in Latvia 


The total length of engineered roads in Latvia has grown 
from some 1,500 km. to 1,720 km. in 1937, according to 
the Report on Economic and Commercial Conditions in 
Latvia, published by the Department of Overseas Trade. 
Secondary roads have been extended during the same 
period by some 970 km. Construction is being carried on 
extensively and the general condition of the main roads 
has improved to such an extent that they may be regarded 
as fairly satisfactory. The number of passengers carried 
over the various motorbus routes increased from 26°5 
millions in 1935 to 28-5 millions in 1936. Of these, about 
two millions are in respect of provincial traffic. The 
numbers of licensed motor vehicles on January 1, 1937, 
were as follow: passenger cars 2,512; lorries 1,963; buses 
267; and motor cycles, 2,193. Imports of private cars 
and chassis have considerably increased. The total im- 
ported in the period January to September, 1937, 
amounted to 1,047 units and the value, including acces- 
sories, was 5,353,000 Lats. Of this quantity the United 
Kingdom supplied 221 cars and chassis. No complete 
motor vehicles for commercial purposes were imported, 
but imports from the United Kingdom of lorry chassis 
increased from 50 in 1935 to 117 in 1936. This trade 
will no doubt be affected by the new Government-con- 
trolled Vairogs Engineering Works of Riga, which has 
started the assembly of Ford lorries from parts imported 
from the U.S.A, 





THE RAILWAY GAZETTE 


July 29, 1933 


Road Transport Section 


A.E.C. Direct-Injection Oil Engine 


An alternative to the well-known Comet type showing 
superior fuel economy at a small sacrifice of output 


OR eight years the Associated 
Equipment Co. Ltd. has 
been producing compres- 

sion-ignition oil engines with the 
well-known Ricardo Comet type 
combustion chamber. As regards 
power output and flexibility, this 
type of engine still maintains its 
lead, but in the matter of fuel 
economy it is handicapped a 
little owing to the occurrence of 
heat losses in the narrow neck 
dividing the cylinder from the 
combustion chamber. The losses 
have been reduced in more 
recently-produced engines of this 
type, partly by permitting only 
about half of ‘the air in the 
cylinder to be compressed into 
the combustion chamber, and 
partly by insulating the com- 
municating neck to prevent the 
communication of heat thence to 
the cooled cylinder. 

Further improvement was to 
be secured only by resorting to 
the principle of direct injection, 
and after prolonged experiment 
and trial the A.E.C. has pro- 
duced an engine which, while rather less powerful than its 
predecessor of the same size, fulfils the expectation that 
it would use less fuel. The saving averages about 10 
per cent., but it can be gauged more precisely from the 
comparative performance curves shown in the adjacent 
diagram. From the same curves it will be seen that the 
maximum torque occurs at 900 r.p.m. instead of at 1,400 
r.p.m. as in the earlier engine and, corresponding to a 


























The new 





A.E.C. 7-7 litre direct-injection oil engine 


b.m.e.p. of 98 Ib. per sq. in., it is the same as before, 
namely a shade over 300 Ib.-ft. 

Above 1,200 r.p.m. the new engine loses its lead in the 
matter of b.m.e.p. and torque, so that at 1,700 r.p.m. 
the b.h.p. is 90 instead of 97. Above this speed the torque 
falls more rapidly yet, and for extra-heavy duties the older 
engine, with its ability to develop 110 b.h.p. at 2,000 
r.p.m., possesses a distinct advantage. The comparison 


Above : Plan view of combustion chamber, showing 
how the rotary and radial movement of the air 
combine to produce the whirlwind effect 


Left: Cross section through combustion chamber, 
showing how complete distribution of the fuel is 
effected by the whirlwind movement of the air 
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made here is for engines having a capacity of 7:7 litres. 
Each has six cylinders with a bore of 105 mm. and the 
piston, stroke is 146 mm. 

The general appearance of the new direct-injection 
engine can be appreciated from our photographic view 
which shows the injection pump side. The distinguishing 
features of the engine are shown in the cross-section and 
plan of the combustion chamber. This chamber is formed 
in the piston, and air is driven inwards from the cylinder 
walls to occupy it as the piston approaches its highest 
position. Because the air is admitted through a masked 
inlet vaive it has initially a whirling motion in the cylinder, 
and this whirling is accentuated in velocity as the air 
is driven to the centre to form a whirlpool of smaller 
diameter. The whirling air cuts across the oil-sprays in a 
manner clearly indicated in the plan, and on the downward 
stroke of the piston, when the air again leaves the com- 
bustion chamber, the flow is presumed to be as indicated 
by the arrows directed upwardly in the cross-section. 

Apart from differences necessitated by the use of the 
direct-injection principle, the new engine is identical with 
the A.E.C. 7-7 litre Comet engine, and conversions from 
one type to the other can easily be effected on existing 
engines should operators desire to make the change. 

From the performance curves it will be seen that the 
greatest economies are to be secured when the required 
output is from 60 to 70 b.h.p. For operation in the region 
of 90 b.h.p. the advantage of the new engine is less 
marked, and it is not recommended that this type be used 
under the most arduous conditions of service. 








More 5-ton Thornycroft Lorries for the L.N.E.R. 


Alongside we illustrate one of 
five ‘‘ Sturdy ’’ class 5-ton pay- 
load lorries supplied by John I. 
Thornycroft & Co. Ltd. to the 
repeat order of the London & 
North Eastern Railway. Four 
of these vehicles have been fitted 
by the same firm with platform 
bodywork, but the fifth vehicle, 
shown in our picture, includes 
fixed sides, dwarf tailboard, and 
a detachable gantry behind the 
driver’s cab. The body specifica- 
tion also includes brackets for 
hoop sticks and swinging rope 
hooks for lashing down a water- 
proof sheet when it is necessary 
to protect the load. 














New Swiss ALPINE CoAcH SERVICE.—Long-distance postal 
motorcoach connections have been further improved 
by the introduction of a direct service, operated by 
the Swiss Postal administration, between Lucerne and St. 
Moritz. The route is via Fluelen, the Klausen Pass, Glarus, 
Chur, and the Julier Pass, and the overall time for the 
275 km. is 11 hr. 55 min. in each direction, with three 
departures a week from July 4 to September 3. The new 
link completes a network of important tourist routes worked 
by the Swiss Post-Office and the German Reichspost, of 
which the other services are Heidelberg—lLucerne, St. 
Moritz—Munich, St. Moritz—Lugano—Locarno, and St. 
Moritz—Merano—Bolzano (Venice). The last-named is 


operated jointly by the Swiss Post Office and the Societa 
Automobilistica Dolomiti. 


SPANISH BATTLEFIELDS ExcursIOoNS.—The National State 
Tourist Office at Burgos has issued an illustrated folder, 
printed in various languages, advertising the motor tours which 
are being organised under the auspices of the Nationalist 
Government, to visit the battlefields. The tour to the north, 
Route No. 1, consists of a journey by motorcoach from Irun 
at the frontier, along the Biscayan coast, through San Sebas- 
tian, Bilbao, and Santander, to Oviedo, and back to Irun. 
The total distance is 1,101 km. (684 miles). The tour occupies 
nine days and the inclusive cost is the equivalent of £9 sterling. 









































































































































Mediterranean-Cape Highway 


The last link in a through road communication between 
Algiers and Cape Town has been completed with the open- 
ing of a motorcar road from Kasongo, on the Upper Congo, 
to Costermansville, on Lake Kivu. 


Urban Bus Transport in China 

An A.E.C. diesel-engined six-wheeled Renown single-deck 
bus which has recently been put into service in Shanghai 
by the China General Omnibus Company, includes a number 
of interesting features indicative of urban transport condi- 
tions in China. One of the most striking is the ‘‘ height 
line ’’ at the entrance which is placed there to settle any 
possible arguments about the payment of children’s fares. 
Age is no criterion, and the deciding factor is whether the 












































































Restaurant tramcar at Diisseldorf on one of the long-distance interurban 


tramway lines 


intending passenger’s head reaches above the line, in which 
case he pays full fare, or whether he can satisfy the conduc- 
tor of his claim to half-fare by passing satisfactorily through 
the ‘‘ loading gauge.’’ The bus body was built in the com- 
pany’s ow workshops and is licensed to carry 62 passengers, 
of which 37 are provided with seats and 25 stand. Alu- 
minium has been used for both the body itself and the seat 
frames, so that with a lightweight chassis the weight of the 
complete vehicle has been kept down to 7 tons 16 cwt. To 
guard against the ill effects of Chinese soft-soled shoes, which 
are usually full of grit, the floor is of a special easily-cleaned 
cement. 


Closing the Copenhagen-Drager Railway 

The private railway from Copenhagen to Dragor (about 
7 miles in length) was closed entirely to passenger traffic on 
April 1 last, and this traffic taken over by railway-owned 
motorbuses. This little railway, which was opened in 1907, 
is situated entirely on the island of Amager and was origin- 
ally intended to serve a number of large factories which were 
then rising along its route, but at one time it had a con- 
siderable amount of passenger traffic. The section from Copen- 
hagen to Kastrup (about 4 miles) is being kept open for goods 
traffic, while the remainder of the line is being abandoned. 
The system has a physical connection with the main rail- 
way system on the island of Zealand, but it is useless for 
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passenger purposes, as it takes a tortuous course irough 
goods yards and along quays, besides crossing the harbour 
of Copenhagen (which is situated along the sound sey; rating 
Zealand and Amager) on a bascule bridge intended pr marily 
for road and tramway traffic. The railway line follows the 
east coast of Amager, while practically all building has fol- 
lowed the course of the main road down the centre of the 
island. The bus services had already secured nearly all the 
passenger traffic on the system, so the final closing of the 
railway to passenger traffic was not unexpected. 


The Rule of the Road in German Austria 


At midnight on Friday, June 30-July 1, right-hand driving 
was introduced in all the Austrian territories which have 
formerly adhered to the left-hand drive, with the exception 
of Vienna and the surrounding province 
of Lower Austria (now named Lower 
Danube). We referred to the impending 
change in our issues of April 8 (page 710) 
and May 6 (page 889). The changeover in 
the Vienna and Lower Danube neighbour- 
hoods will take place on October 1; exten- 
sive tramways in this area have neces- 
sitated some longer preparations than in 
other districts. 


Road Licences in Ceylon 


According to the proposed new Motor 
Car Ordinance, which is now being dis- 
cussed in the State Council, the General 
Manager of the Ceylon Government Rail- 
way or any officer authorised by him, may 
make objection against the issue of any 
licence for a bus or a hiring lorry on any 
route which is likely to affect the railway. 
The Ceylon Motor Traders’ Association 
has made a strong protest against this pro- 
vision. The General Manager of the rail- 
way, Says a memorandum issued by Mr. 
F. G. Rae, Chairman of the association, 
or any person who is the holder of a valid 
licence or who is the applicant for a 
licence for the same or any part of the 
same route or area of operation, is to be 
allowed to object to the issue of a licence. 
The association suggests that this part of the Ordinance 
will prove unworkable, and knowing the penchant of the 
majority of transport owners in Ceylon for argument, legal 
and otherwise, it foresees the issue of licences being brought 
to a standstill. The inclusion of this provision is regarded 
as indicating a main purpose of giving the General Manager 
of railways the right to object to the issue of 
licences, this right being ostensibly justified by its exten- 
sion to licence holders and other applicants concerned. 
Replying to this criticism Mr. S. W. R. D. Bandaranaike, 
Minister of Local Administration, when introducing the 
new Ordinance in the State Council, said that a 
matter objected to was that the General Manager of rail- 
ways should be consulted in the issue of licences. There 
was a provision in the Ordinance that among the people to 
be consulted was the General Manager of the railways. It 
was not a proposal made to assist the railway and he was 
opposed personally to a representative of the railway being 
on the Advisory Board. There were others who would be 
consulted regarding the routes for buses and lorries; the 
General Manager was only one of them. The principal 
criterion by which road transport was to be judged was the 
interest of the public, and that interest was not qualified 
to any appreciable extent by any other consideration. Some 
people suspected that those provisions were meant to benefit 
the railway; that was an altogether unjustified fear. 
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PERSONAL 


L.N.E.R. CHAIRMAN TO RETIRE 

Mr. William Whitelaw, the Chair- 
man, has intimated to his colleagues 
on the board of the London & North 
Eastern Railway Company that be- 
cause of his age and his having had to 
assume onerous personal responsibili- 
ties in consequence of the recent 
death of his elder brother, he 
finds it impossible to continue 
to give adequate time to the 
affairs of the company, and he 
desires to retire from the board 
at a date convenient to them. 

It has been suggested in some 
quarters that Sir Murrough 
Wilson, Deputy Chairman, may 
possibly be invited to succeed 
Mr. Whitelaw in the Chairman- 
ship of the London & North 
Eastern Railway Company, but 
we are officially informed that 
for personal reasons, Sir Mur- 
rough Wilson would find him- 
self unable to accept any such 
invitation to assume the higher 
and more onerous duties cf 
Chairman. 


Sir Edward Beatty (Chairman 
and President) and Mr. W. N. 
Tilley (a Director) of the 
Canadian Pacific Railway re- 
turned to Canada after their 
visit to this country in the 
Empress of Britain on July 23. 


PRESENTATION TO Mr. C. R. 


ByROM 
At a meeting of the Railway 
Clearing House  Superinten- 


dents’ Conference held on 
July 13, Mr. C. R. Byrom, who 
recently retired from the posi- 
tion of Chief Operating Manager 
of the London Midland & Scot- 
tish Railway, was the recipient 
of a presentation from mem- 
bers of the conference. The 
gift took the form of a silver salver 
bearing the following inscription :— 

Presented to Charles R. Byrom, Esq., C.V.O., 
O.B.E., by Members of the Superintendents’ 
Conference of the Railway Clearing House, 
with all good wishes, on the occasion of his 
retirement from the London Midland & Scottish 
Railway Company, May, 1938. 


The signatures of the subscribers were 
also engraved upon the salver. 

The presentation was made by Mr. 
C. J. Selway, Passenger Manager, 
Southern Area, London & North 
Eastern Railway. Mr. Byrom had 
attended meetings at the Clearing 
House for upwards of 20 years, was 
Chairman of the meetings of Operating 
Superintendents during 1930 and 1934, 
and had also acted in that capacity 
during this present year. 
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Colonel Lionel Manton, D.S.O., 
O.B.E., M.Inst.T., late R.E., first Prin- 
cipal of the L.M.S.R. School of Trans- 
port at Derby (described on pages 206- 
211), had a _ distinguished military 
career connected largely with trans- 
portation, and latterly with the train- 
ing of army personnel at the Railway 
Training Centre, Royal Engineers, 





Colonel L. Manton, D.S.O., O.B.E.. late R.E. 


Principal of the L.M.S.R. School of Transport 


at Derby 


Longmoor. Before the war, Colonel 
Manton served with the Indian State 
Railways on the construction and 
traffic sides, and in 1914 went to France 
with the Sappers and Miners. Soon 
afterwards he was transferred to the 
transportation work upon which he was 
ngaged for the rest of the war. He 
was awarded the D.S.O. in 1917. Upon 
the cessation of hostilities Colonel Man- 
ton became instructor in transportation 
at the School of Military Administra- 
tion; from 1922-26 he was on the 
Rhine, first as President of the Inter- 
Allied Railway Sub-Commission at 
Cologne and later as British member 
of the Inter-Allied Railway Commission 
at Wiesbaden, and A.Q.M.G. (Move- 
ments) Rhine Army. Colonel Manton 
was again engaged in railway work in 
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1930 when he was appointed to com- 
mand the Railway Training Centre, 
R.E., which command he held for four- 
and-a-half years. In the autumn of 
1935 he went to Egypt as Assistant 
Director of Transportation, and early 
in 1936 he became Chief Engineer, 
Malta, vacating this position to become 
Principal of the L.M.S.R. School of 
Transport at Derby. 


Dr. H. van Manen, senior 
Joint General Manager of the 
Netherlands Railways, has re- 
quested to be allowed to retire 
on October 1 next. He was 
born in 1874 at Winkel, North 
Holland, and studied at Leiden, 
where he obtained a law degree 
in 1897. After practising law 
for a few years in Amsterdam, 
he entered the service of the 
Holland Railway Company and 
became Chief of the Indoor Ser- 
vices and later Secretary. In 
1920 he was appointed a 
General Manager for the Hol- 
land and the State Railway 
Companies, whose systems had 
been run under a common work- 
ing agreement since 1917. Dur- 
ing the past 18 years he has 
seen many far-reaching 
measures taken to meet the 
serious effects of the war years 
and the succeeding economic 
crisis, which, with increasing 
motor competition, have 
gravely influenced the railways’ 
position. It is largely due to 
Dr. van Manen’s efforts and 
expert knowledge that the 
undertaking is in so good a 
position today. The staff will 
part with him with considerable 
regret. 


Mr. G. L. Atkinson, L.N.E.R. 

Goods Agent at Forth goods 

station, Newcastle-on-Tyne, has been 

appointed Manager and Secretary of 
the Blyth Harbour Commissioners. 


In accordance with the Law of 
June 1, 1938, Herr Hitler has appointed 
Reichsbahndirektor Karl Rudolphi, 
Manager of the Reichsautobahnen 
organisation, to be a Ministerialdirektor 
in the Ministry of Transport. Herr 
Rudolphi was born at Miilheim (Ruhr) 
on July 6, 1881, and studied engineer- 
ing at the Technical High School at 
Hannover, serving his military service 
in 1901-02 in the 23rd Artillery Regi- 
ment at Koblenz. In March, 1907, after 
passing with distinction his final engi- 
neering examinations, he was awarded 
the Prussian State prize for his work. 
He obtained an engineering post on the 
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Essen Division of the Prussian rail- 
ways, and in 1910 passed a further 
State examination. Herr Rudolphi 
later worked in the Elberfeld Division, 
and in 1913 became an assistant in the 
Railway Department of the Prussian 
Ministry of Public Works. After war 
service, Herr Rudolphi returned to the 
Ministry of Public Works (later Minis- 
try of Transport) in Berlin, and in 1921 
became _ Traffic Superintendent at 
Essen. In 1926 he was sent on a study 
mission to the Southern Pacific Rail- 
road in the U.S.A., and was two years 
in America, whence he returned to do 
special work at Essen, and in 1930 be- 
came railway officer for motor trans- 
port matters in Dortmund. In 1933 he 
received the rank of Reichsbahndirek- 
tor. When the Motor Highways Com- 
pany was formed he joined the board 
of management. Herr Rudolphi has 





Reichsbahndirektor Karl Rudolphi 


Appointed Ministerialdirektor in the German 
Ministry of Transport 


made many contributions to the litera- 
ture of transport. 

Mr. Harry Davis, who retires from 
the L.M.S.R. Company this month, 
entered the service of the former London 
& North Western Railway in 1893 as a 
junior clerk in the Chester & Holyhead 
District, and in 1899 was transferred to 
the Goods Trains Section of the Super- 
intendent of the Line, Euston. Six 
years later he was appointed Coal 
Inspector. and shortly after became 
Outdoor Goods Train Assistant. At the 
outbreak of war he organised, in co- 
operation with the Admiralty, the 
transportation of coal by rail. In 1915 
Mr. Davis was loaned to the Ministry 
of Munitions to control the movement 
of traffic into, within, and out of the 
largest Government factory, and the 
following year was made Traffic Mana- 
ger and subsequently, in addition, Chief 
Supplies Officer. Shortly after resum- 
ing his former position with the 
L.N.W.R. he was appointed to serve 
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on behalf of all the British railway 
companies on a Government sub-com- 
mittee. For some time Mr. Davis filled 
the position of Personal Assistant to 
the Rt. Hon. H. G. Burgess when he 
was Deputy General Manager of the 
L.M.S.R., andj following the forma- 
tion of the Executive he was appointed 





Mr. Harry Davis 


Assistant (Central Office) to the Secretary and 
Assistant to the President, L.M.S.R., 1926-38 





Mr. C. S. Harrison 


Appointed Assistant, Central Office, Euston, 
London Midland & Scottish Railway 


Assistant (Central Office) to Mr. O. 
Glynne Roberts, the Secretary of the 
company and Assistant to the Presi- 
dent, which position he held on his 
retirement. During the past ten years 
Mr. Davis has been the company’s re- 
presentative on the Managing Com- 
mittee of the Railway Research Service. 


Mr. C. S. Harrison, who, as 
announced in THE RaAILWAy GAZETTE 
of July 15, has been appointed to suc- 
ceed Mr. Harry Davis as Assistant 
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(Central Office), Euston, London Mid. 
land & Scottish Railway, entered the 
service of the former London & North 
Western Railway Company at Broad 


Street in 1901. Two years later he was 
transferred to the office of the General 
Manager’s Staff Assistant a Euston 


and was appointed to the Genera] 
Manager’s personal staff in 1909, where 
he remained until the amalgamation, 
having served under no fewer than 
seven general managers. On the for- 
mation of the L.M.S.R. Mr. Harrison 
was appointed to the staff of Mr. 
Glynne Roberts, Secretary to the Com- 
pany and Assistant to President under 
whom he has been responsible for the 
Executive Committee secretarial work. 


Mr. F. R. Hawkes, O.B.E., V.D., 
Chief Commercial Manager, North- 
Western Railway (India), who, as te- 





Mr. F. R. Hawkes, O.B.E., V.D. 


Chief Commercial Manager, N-W.R. (India), appointed 
Chairman, North-Western Transport Co. Ltd. 


corded on page 217, has been appointed 
Chairman of the North-Western Trans- 
port Co. Ltd., was appointed to the 
N.-W.R. in October, 1904, and 
promoted to Assistant Traffic Super- 
intendent in 1906, and District Traffic 
Superintendent in 1912. Subsequently 
Mr. Hawkes was attached to the Indo- 
Burma Connection Surveys, 1914-15. 
He joined the Indian Army Reserve of 
Officers in October, 1915, and _ pro- 
ceeded to Mesopotamia; from July, 
1916, he was attached to the Meso- 
potamian Railways. Mr. Hawkes re- 
turned to the N.-W.R. in January, 
1920, and was posted as District Traffic 
Superintendent, Karachi Port. In 
November, 1927, he was promoted to 
be Divisional Superintendent, and 
finally to be Chief Commercial 
Manager in December, 1932, the 
position he still retains. From April, 
1934, until April last, Lt.-Colonel 
Hawkes was Honorary Aide-de-Camp 
to the Viceroy, with rank of Honorary 
Colonel from July 7, 1936, 
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Lt.-Colonel A. H. L. Mount, 


cB. C.B.E., R.E.  (retd.), 
Chief Inspecting Officer of Rail- 
wavs, Ministry of Transport, 
who, with the permission of the 
Minister of Transport, as an- 
nounced on p. 227, has accepted 
the chairmanship of the com- 
mitte¢ appointed by the 
Gove! nt of India to inquire 
into t design and purchase 
of Pacific class locomotives, 
recel\ his commission in 
the Royal Engineers in 1902. 
Before going to India he had a 
year’s practical experience in 
the Locomotive Department of 


the former Midland Railway, 
and joined the Indian Railway 
Department on January 31, 
1906; he was appointed an 
Assistant Engineer on the North 


Western (State) system in the 
October following. From Feb- 
ruary, 1911, to February, 1912, 
he was placed on deputation as 


Assistant Engineer in charge of 
the Delhi Durbar light railways, 
and for his services in that con- 
nection was awarded the 
Kaisar-i-Hind medal. Later, in 
1912, as Executive Engineer, 
he was attached to the Town 
Planning Committee of New 
Delhi and prepared the scheme 
for the terminal arrangements. 
In that connection he also came 
to England in visit 


1913 to 








Photo by] 


Lt.-Colonel A. H. L. Mount, C.B., C.B.E. 


Mr. W. A. Stanier 
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Chief Inspecting Officer, Kailways, 
Ministry of Transport, 


Appointed Chairman, Indian Pacific 


Loccmotive Committee 


Photo] 


Chief Mechanical Engineer, L.M.S.R. 


Appointed a member of the Indian Pacific 


Locomotive Committee 
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and report upon large  ter- 
minal stations and interchange 
yards in this country, France, 
Belgium, and Germany. Cap- 
tain Mount, as he then was, 
had been back in India only 
about four months when the 
war broke out, and he at once 
reverted to military duty and 
left again for France with the 
Lahore Division. At the front 
he soon found himself on rail- 
way construction work, becom- 
ing, as from May 19, 1916, 
Assistant Director of Railway 
Construction, and ranking as 
temporary Lt. - Colonel ; in 
1917 he was promoted to be 
Deputy Chief Construction En- 
gineer for broad gauge railways 
under the Director-General of 
Transportation. He was men- 
tioned in despatches four times 
—the first being in November, 
1915—and in January, 1916, he 
was promoted Brevet Major. 
In 1917 he was presented by the 
French President with the 
Legion d’Honneur, Croix de 
Chevalier. He was also made a 
C.B.E. for his services in the 
field. On the formation of the 
Ministry of Transport and its 
assumption of the railway in- 
specting duties of the Board of 
Trade, Major Mount’ was 





appointed one of the Inspecting 
Officers, as 


from January 1, 





[Lafayette 





Mr. R. Carpmael 


Chief Engineer, G.W.R. 


Appointed a member of the Indian Pacific 


Locomotive Committee 
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1920. One of his earliest duties there was 
to act on the Advisory Committee for 
the Revi of the Requirements as to 
New Railways, and he compiled this 
committee's report on the tests carried 
out in respect of impact effect upon 
bridges olonel Mount was appointed 
Chief Inspecting Officer of Railways 
under the Ministry in May, 1929. He 
had retired from the Royal Engineers 
in July, 1922, and was honoured with 
the C.! in June, 1931. Colonel 
Mount Member of the Institution 
of Civil Engineers, and a Vice-Presi- 
dent of the Institute of Transport. 

Mr. W. A. Stanier, M.I.Mech.E., 
M.I.Loco.E., who, as announced 
on p.227, has been appointed a member 
of the Government of India committee 


of inquiry into the design and purchase 
of Pacific locomotives, is the son 
of the late late Mr. W. H. Stanier, 
Chief Stores Superintendent, G.W.R., 
and was born in 1876. He was edu- 
cated at Wycliffe College, Stonehouse, 
and entered the Swindon works of the 
G.W.R. as an apprentice in 1892. 
After serving his apprenticeship he 
became a draughtsman, and in 1900 
was appointed Inspector of Materials; 
the following year he was transferred 


to the Running Department as 
Technical Inspector at Swindon 


running shed. Early in 1903 Mr. 
Stanier was promoted to be Assistant 


Divisional Superintendent, Swindon, 
and a year later was transferred to 
Paddington in a similar capacity. In 


19096 he returned to Swindon as 
Divisional Locomotive Superintendent, 
a position he held for six years. At 
the beginning of 1913 he was appointed 


Assistant Locomotive Works Manager 
at Swindon, and was promoted to be 
Works Manager in 1920. Two years 
later he was appointed Works Assistant 
to the Chief Mechanical Engineer, and 
in 1923 became Principal Assistant to 
the C.M.E. It was in 1931 that Mr. 
Stanier was offered and accepted the 
appointment—as from January 1, 
1932—of Chief Mechanical Engineer of 
the L.M.S.R. at Euston, the position 
he still retains. In the autumn of 
1936 he was appointed by the Govern- 
ment of India as a member of the 
Wedgwood) committee of inquiry into 
the position of the Government-owned 
railways in that country; he returned 
from India in the spring of 1937. Mr. 
Stanier is a Member of Council and a 
Vice President of the Institution of 
Mechanical Engineers ; also President of 
the Institution of Locomotive Engineers 
(1938-9). 


Mr. Raymond Carpmael, O.B.E., 
M.Inst.C.E., M.I.Mech.E., Chief Engi- 
neer, G.W.R., who, as announced 
on p. 227, has been appointed afmember 
of the Government of India committee 
of inquiry into the design and _pur- 
chase of Pacific locomotives, was 
educated privately and at Dulwich 
College, where he spent two years on 
the science side and two on the 
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engineering side, during which time 
attention was also paid to chemical 


research work. Between 1894 and 
1899 he served a_ pupilage with 
Stothert & Pitt Limited, crane and 
harbour plant manufacturer, Bath. 


He supervised the crection of cranes, 
&c., both in this country and abroad, 
and then spent 18 months on the com- 
mercial side of the business of that 
firm. In March, 1900, Mr. Carpmael 
entered the G.W.R. service in the 
Bridge Department at Paddington, 
and in the following year was 
appointed by the late Sir James Inglis, 
then Chief Engineer, to be an assis- 
tant on the Fishguard Harbour works 


under Mr. G. Lambert Gibson, 
M.Inst.C.E. In 1902 Mr. Carpmael 
was appointed Chief Assistant, in 


which position he was responsible for 
a great deal of the notable engineer- 
ing work involved by the undertaking 
then in progress at Fishguard. Dur- 
ing 1907-8 he served as Resident Engi- 
neer under Mr. W. W.. Grierson, 
M.Inst.C.E., then Chief Engineer to 
the G.W.R., in charge of new works 
at Weymouth and Carmarthen. 
Between 1909 and 1916 he was Chief 
Assistant on the Shrewsbury Division 
under Messrs. H. K. Woodward, 
M.Inst.C.E., and R. &. Sikes, 
M.Inst.C.E. In 1916 he was trans- 
ferred to the Gloucester Division as 
Chief Assistant to Mr. G. W. Blackall. 
During 1917 Mr. Carpmael was senior 
engineer in charge of No. 3 (G.W.R.) 
Civilian Railway Company, engaged in 


laying in and maintaining railways, 
sidings, yards, &c., in France and 


Flanders. In 1919 he was appointed 
Divisional Engineer at Shrewsbury, 
being transferred to Neath in 1922 in 
a similar capacity. Two years later 
he was appointed Assistant to the joint 
Chief Engineers at Paddington and in 
1925 became Assistant Engineer. It 
was at the beginning of 1929 that Mr. 
Carpmael was appointed to succeed 
Mr. J. C. Lloyd, M.Inst.C.E., as 
Chief Engineer, the position he still 
holds. He member of the 


is a 


225 


Institutions of Civil and Mechanical 
Engineers, a Member of Council of the 
former, and a Fellow and now, for 
the fourth time, President of the Per- 
manent Way Institution. He was 
awarded the Institute of Transport 
Gold Medal (Engineering), in 1928, for 
a paper entitled ‘‘ Speed and Safety on 
the Railways.’’ Mr. Carpmael was 
elected Chairman of the Chief Civil 
Engineers’ Conference (1931) and of the 
Civil Engineers’ Committee (1936) at 
the Railway Clearing House. He is a 
Colonel in the Engineer and Railway 
Staff Corps, R.E., and was awarded 
the O.B.E. (Military Division) in 
June, 1935. 


THE NEW BUENOS AIRES TRANSPORT 
CORPORATION 

The following are the names of the 
directors of the newly-formed corpora- 
tion representing the fusion of various 
transport concerns in the City of 
Buenos Aires :— 

For the National Government: Dr. 
Acevedo and Senor F. Castello. 

For the Municipality: Admiral 
Manuel Domecq Garcia, Dr. Modesto 
Alvarez Comas and Engineer Manuel 
Garcia Torre. 

For the Anglo-Argentine Tramways: 
Senores Tito L. Arata, Hugh Wilson, 
Atanasio Iturbe, the Marquis Mariano 
de Foronda, Eduardo Sanchez Terrero, 
Carlos M. Coll and Robert Danly. 

For the C.H.A.D.O.P.Y.F. 
pany: the Count Guadalhorce 
Senor Rafael Delgado Benitez. 

For the Central Buenos Aires Rail- 
way Terminal Company:  Sefiores 
Teofilo and David L. Lacroze. 

For the Lacroze Tramway Company : 
Mr. Thomas Shaw. 

For the Southern Electric Tramway 


Com- 
and 


Company: Sefor Carlos Agote. 

For the Buenos Aires Town and 
Dock Tramways: Sefor Lorenzo Per- 
kins. 


The representatives of the omnibus 
and ‘‘ micro-bus’’ services have not 
yet been elected. 








Royal Train Routing in France 


Arrangements for transferring the royal special of July 
19 from the Nord main line to the Petite Ceinture, and 
route of the return train from the Invalides to Boulogne 


(See illustrations opposite) 


The special train by which the King 
and Queen travelled from Boulogne to 
Paris for their state visit on July 19 
was scheduled, as recorded last week, 


to arrive at the former Bois de 
Boulogne (now Avenue Foch) station 
on the Petite Ceinture. This station 


is more advantageously situated than 
the Paris termini for a formal reception 
and drive through the capital. The 
train therefore followed the ordinary 
Nord main line from the coast as far 
as Creil, and was diverted westward 
through Persan-Beaumont, and 
Sannois, to join at Argenteuil the main 
line of the Etat into St. Lazare. In- 


stead of entering that terminus, the 
train was halted at Batignolles, and 
Etat streamlined Pacific No. 231.761 
was attached at the rear to haul it over 
the Petite Ceinture to Avenue Foch. 

The return special train on July 22 
left from the Invalides station, and 
was hauled throughout to Boulogne by 
Nord streamlined Pacific No. 3.1280. 
No reversal of the train was necessary 
on this occasion, as it was routed over 
the Etat main-line to  Versailles- 
Chantiers, the Grande Ceinture to St. 
Germain, Etat again to Pontoise, and 
thence over the Nord via Persan- 
Beaumont, and Creil, 





























THE RAILWAY GAZETTE 





STAFF AND LABOUR MATTERS 
Railway Staff National Tribunal 


The Railway Staff National Tribunal 
sat on July 21, 22, 23, and 26, to 
hear the claims concerning the rates 
of pay and conditions of service of 
signalmen, relief signalmen, and 
traffic regulators 

Mr. J. Marchbank, the Secretary of 
the National Union of Railwaymen, 
opening the case for the union, out 
lined the history leading up to the 
present Agreement under which _ the 
rates of pay and conditions of service 
of signalmen are governed He sub 
mitted that the Agreement, dated 
May 1, 1922, was not accepted by the 
union as a just and adequate settle 
ment of the 
cerned, and that its operation has 


claims of the men con 


proved there are strong grounds for 
an improvement He gave a brief 
description of the use of block instru 
ments and the methods of signalling 


and contended that the duties of 


signalmen, relief signalmen, and 
traffic regulators are becoming mor 
responsible and exacting, and_ that 


the physical and mental strain on the 
men concerned is increasing; that the 
developments _ of methods of 
signalling are reducing the number of 
signal boxes, and that the work 
hitherto performed at several signal 
boxes is now concentrated into one 

In dealing with the claim for 
variations in the marks allowed for 
certain operations, he explained the 
operations in detail, and argued that 
provision should be made for an in 
crease in the marks allowed because 
of the relative responsibility of such 
operations. He also submitted that 
provision should be made for 
allowances of marks in _ respect of 
operations not covered by the present 
Agreement, because in arriving at the 
scale rate of pay it is of importance 
that account should be taken of all 
work performed by the men concerned. 

Mr. Marchbank submitted that when 
1 signal box is declassified following 
a retaking of marks, it is unfair to 
penalise the men employed in the box 
at the time. The union, he said, 
considers that the men, who might be 
employed in the box and who would 
be affected by a reduction in wages 
following a retaking of marks, should 
be given the option of taking the next 
available vacant positions in the same 
class and at the same rate of pay 
Pending such vacancies and_ the 
willingness of the men concerned to 
take them, it is considered they should 
continue to receive their old rate of 
pay. He contended that the work of 
passing permanent way ttrollies is 
similar in character to that involved 
in the passing of trains, and should 
be similarly treated. 

With regard to the claim that signal 
men in the special class should receive 
a rate of pay of 80s. a week, and work 
only six hours each shift, he sub- 


newer 





mitted that in consequence of the in- 
cessant nature of the work in special 
class boxes where the marks total 350 
or over an hour, it is essential that 
the hours of working should be re- 
duced; that the strain imposed upon 
the men calls for a shorter working 


day, and that a maximum working 
day of six hours is justified in the 
circumstances. He submitted to 


the tribunal a number of statements, 
diagrams, and charts, some of which, 
it was noticed, were reproductions from 
THE RAILWAY GAZETTE. 

Mr. Rowlandson, opening the case 
for the railway companies, said that 
the claim affected 22,032 signalmen, 
1,397 relief signalmen, 11 traffic regu 
lators, and 2,054 porter signalmen, a 
total of 25,494 in the signalling group, 
less than 8 per cent. of the total con- 
ciliation staft In amplification of the 
outline given the previous day by Mr. 
Marchbank, Mr. Rowlandson gave a 
very lucid description of signalling and 
the appliances in use, which, he stated, 
together with the regulations for work 
ing them, aim at providing an abso- 
lutely safe method of passing trains 
from box to box, one after the other, 
at speed over the same lines. A signal 
man, he stated, is largely prevented 
from making a mistake by the pro- 
vision of mechanical and electrical de 
vices, and there are many varying 
types of apparatus provided with the 
object of helping the signalman and 
enabling him to maintain the reputa 
tion of the British railways as the 
safest in the world. 

Dealing with the present Agreement, 
Mr. Rowlandson submitted that it 
would be difficult, without some system 
of assessing and measuring the work 
of signaimen in detail, to arrive at a 
‘ust estimate of the relative value of 
the work in one box compared with 
another, and it was to provide a just 
basis of measuring and assessing both 
the value and the volume of the work 
that the marks basis was devised, and 
with it a classification for purposes of 
pay. [The marks basis, he_ stated, 
assesses the value of each operation by 
allotting to each an appropriate num- 
ber of marks, and it measures the 
volume or intensity of the work by 
igregating these marks to a total. 
The purpose of the system is to effect 
a just classification which otherwise 
would be almost impracticable. 

Mr. Rowlandson contended on behalf 
of the companies that the duties of 
signalmen have not materially changed 
since 1922, when the Agreement was 
accepted by the union. The changes 
which have been made by the com- 
panies in signalling work have been in 
the direction of reducing manual work 
and of providing additional safeguards 
igainst the liability -of error or failure 
on the part of the signalmen. Track 
circuiting has been widely developed, 
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providing an additional saf 
reducing mental strain; m power 
worked boxes have been roduced 
thus reducing physical ex n 


ard and 


concurrently, there has b poles 
tension of the use of illun ted dia 
grams. It was submitted t! he con 
panies have expended, and expend 
ing, large sums in impr ents 3; 
safety devices and reductior manual 
effort, and are entitled to | fit from 
this expenditure. 

Mr. Rowlandson dealt wit ch ite 
of the unions claim in detaii, and sub. 


mitted a statement to show the effec 


of the union’s proposals on pecimen 
Class 1 signal box which wou!) becom 
special class. The statement showed 


that the present annual cost of wage< 


of £717, would be increased £1,092 
an increase of 52 per cent Another 
statement submitted to the tribunal 
showed that in 1938 the average rat 
of pay of signalinen was 117 per cent 
higher than in 1914, and iveragt 
earnings were higher by 137 per cent 


Mr. Rowlandson contended that th 


marks basis has reflected the effect of 
increased traffic, the elimination oj 
signal boxes, and_ other hanges 
which have occurred during the 16 
years of its operation, and he sub 


mitted statements showing the numb 
and percentage of signalmen and 
signal boxes in each class in 1922 and 
1938. The increases or decreases it 
1938 compared with 1922, wer 


Signal boxes Sig 

Number Per cent. Number Per ¢ 

Spl. class 236 98-5 + 855 68-5 
Cl. 1 ‘ 132 33°6 222 15-1 
oy - 287 36-1 612 24-5 

5 52 2:8 68 1-3 

! 1,041 25-7 2 632 26 + 

a ; 1,248 41-6 2.843 45-3 
i 300 71-7 553 72:1 


With regard to the claim for a six 
hour day for special class signalmen 
it was contended that the work of 
such men has been lessened by _ the 
provision of improved apparatus and 
illuminated diagrams; also, any con 
siderable increase in the volume of 
work is met by increasing the number 
of staff on duty at the same time 
The cost of the union’s claim was 
estimated to be in the neighbourhood 
of one million pounds a year. 

On the railway companies’ claim in 
connection with signalmen employed 
in boxes in automatic and semi-auto 
matic areas, Mr. Rowlandson sub 
mitted that the signalling of trains in 
these areas was entirely different from 
that under block signalling, and thert 
was no justification for giving such 
signalmen the same marks for diagram 
reading as signalmen employed in 
boxes with block signalling. 

With regard to the question of per 
manent way motor trollies, in connec- 
tion with which the railway companies 
had submitted a counter-claim, Mr. 
Rowlandson explained the working 0! 
these vehicles, and submitted that the 
marks proposed by the railway com 
panies accurately represent, and justly 
remunerate, the work performed. 
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L.M.S.R. School of Transport 


The 


The ster of Transport, the Rt. 
Hon. | Burgin, LL.D., M.P., for- 
the L.M.S.R. School of 
Derby on Friday after 
23, in the presence of a large 
oathet f guests, most of whom had 
Ie special train from London 
ceremony. Those present 


mally ¢ d 
Transp 


noon | 


trave 


vd Ashfield, P.C., Chairman, 
id er Transport Board ; Mr. Frank 
Pick, V iirman, London Passenger Trans 
s BR \Ir John Cliff, Member, London 
Passel nsport Board; Viscount Fal 
William Larke, K.B.E., Director, 

nd Steel Federation ; Messrs. 

y son, R.I.; W. A. Reid, M.P. 
for Det \shley Brown, General Secretary, 
vs Stockholders’ Union; Rev. 


Rt. H y 











\M.V.O., Industrial Welfare Society ; 

Messrs. ‘ Milward, Librarian, Management 
! ( I R. Sherrington, Secretary, 

R earch Service ; J. R. Hind, British 
, Press Agent; B. P. Greenwood, 
Principal ¢ ictor, L.M.S.R. School of Trans 
Stott, Railway Clerks’ Association ; 


t ir. W. J. Scutt, D.S.¢ Messrs. 
L. H t. M.Inst.C.E., M.I.Mech.1 D. ¢ 
Dur Sculptor ; E. Thompson, Ind Coope & 
Allsoy ted \. L. McColl, Vacuum Oil 
( I F. G. Penny, International Com 
ist ited: Lt.-Colonel D. J. McMullen, 
R.E., ¢ ndant, Railway Training Centre, 
Longmo¢ Lt.-Colonel J. McElwain, D.S.O., 
Cor lant, Army School of Education ; 
Maior W. Logan, Army School of Educa 
Messrs Vincent I Dean, Resident 
India Railways Bureau, New York ; 
1. E. Greenwood, Director, Boot’s Pure Drug 
{ I J. Fox, Managing Director, Stan 
t | rks Co. Ltd.; Chas. H. Aslin, 
F.R.I \., Borough Architect, Derby; Sir J 
Art iton, C.B.E., J.P.; Mr. C. Ashton, 
( Derby; Dr. W. A. Richardson, 
A D.Sc., Principal, Technical College, 
De Messrs. E. W. Hives, Rolls Royee 
mited, Derby | \. Kay, Editor, Tu 
RAILM GAZETTE; D. R. Lamb, Editor, 
Modern Transport 
Boar f Education. Messrs. W. P. Wheldon, 
).$.0., Permanent Secretary, Welsh Depart 
n E. G. Savage, C.B., Senior Chief Inspec 


Dr. F. T. Chapman, H.M.1 oe. FG. 


P. ) Messrs. A. R. Kidner, Director 
f Postal Services; C. L. K. Peel, Assistant 

B d T'vrade.—Messrs. J. R. C. Helmore 
Dan Williams, C.B.E. 

Vinistry of Transport.—Sir Leonard Browett, 
K.C.B., C.B.E., Permanent Secretary; Lt. 
Colonel A. H. L. Mount, C.B., C.B.E., R.E. ; 
Mr. R. H. Hill, C.B., Principal Assistant Secre- 
tary; Major G. R. S. Wilson, R.E. 

War O Colonel J. P. S. Greig, Assistant 
Director of Transportation. 

fir M try.—Air Marshal Sir Wilfred R. 
Free an, K.C.B., D.S.O., M.C., Air Member for 
Development and Production; Mr. E. J. H. 

t , Director-General of Production. 

Cou L.M.S.R. School of Transport. 
Messrs. F. I sailey, F. A. Pope, E. Falconer, 
D.C. K. McCulloch, H. J. Comber, T. Hill. 

L.M.S.R. Directors —Rt. Hon. Lord Stamp, 
G.C.B., G.B.E., Chairman ; Edward B. Fielden, 
Deputy Chairman ; Sir Thomas Royden, Bart., 
C.H.; Sir Robert Bruce, D.L., LL:D., Member 
t Scottish Committee, L.M.S.R. 

L.M.S.I Officers and Staff.—Sir Harold 
Hart Vice-President : Messrs. Ashton 
Davi Acting Vice-President; O. Glynne 
Roberts, Secretary of the company and Assistant 
0 President ; H. V. Mosley, Chief Executive 
Officer for New Works and’ Parliamentary 
Busines A. Eddy, Solicitor ; T ’, Royle, 
Chief Operating Manager; J. Ballantyne, Chief 
Officer for Scotland ; T. E. Argile, Acting Chief 
Comr ial Manager; W. A. Stanier, Chief 
Mech il Engineer; C. E. Fairburn, Deputy 
Chief Mechanical Engineer and _ Electrical 
Engineer; G, Morton, Chief Accountant ; 


pening ceremony last Friday by the Minister of Transport 


W. H.C. Clay, Estate Manager ; W. H. Hamlyn, 


F.R.IB.A., Architect; J. Shearman, Road 
Motor Engineer; F. Smith, Rating Agent ; 
I. M. Herbert, Research Manager; G. H. 


Loftus Allen, Advertising and Publicity Officer ; 
lr. H. Baker, Secretary’s Office ; W. C. Brude 
nell, Advertising and Publicity Office ; W. W. 
Sharp, Editor, L.M.S. Magazine ; H. Rudgard, 
Divisional Superintendent of Operation, Derby ; 
Colonel L. Manton, L.M.S.R. School of Trans 
port; Messrs. pi M. Kirkwood, District Goods 
and Passenger Manager, Derby; J. Dickson, 
District Engineer, Derby (North); H. B 
Everard, District Engineer, Derby (South) ; 
G. S. Bellamy, Works Superintendent (Loco 
Derby; E. Pugson, Works Superintendent 
(C. & W.), Derby; F. J. Dutton, Divisional 
Signal and Telegraph E1 eer, Derby; E. C. 
Dewick, District Estate Agent, Derby; B. C. 
Olver, Chief Accountant’s Dept. (Loco. and 
C. & W.); W. Pritchard, M.S.R. Research 
Laboratory ; J. W. Watkins, Assistant Divi 
sional Superintendent of Operation, Derby 


Mr. 


school 





Leslie Burgin, in declaring the 
open, said the railway system 
was the iron background of distribution 

essential in every safety, 
development and prosperity alike. The 
movement of the main-line 
goods and passenger services was com 
parable only to the restless motion of 
the tides—continuous, regular, reliable 

as night followed day so was the 
transport of the nation’s needs. Great 
Britain could well be proud of her 
railways. They were a model to the 
world. The intensity of their operation 
owing to geographical and other limits 
required the maximum of skill in their 
design, operation, and handling. That 
management should be invested with 
the dignity of a science was a sign of 
the times. Knowledge of a science had 
to be acquired by study, by experience, 


sense to 


ceaseless 
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—— 


and by experiment. The science of 
management of one of the great main- 
line systems was now specially to be 
taught. 

He congratulated the authors of the 
idea and all who had in any way contri- 
buted, by allowing the dreamer’s vision 
to acquire actuality. He wished the 
new school well and was confident that 
those who graduated within it would 
in due season be able worthily to fill 
the places of the great railwaymen of 
the past. 

Mr. Burgin then unveiled the Com- 
memoration Stone in the main hall. 

Lord Stamp, in a_ brief speech, 
thanked Mr. Burgin and the officials of 
the Ministry who accompanied him. 
He explained that the purpose of the 


school was to clarify the knowledge 
which tended in big institutions to 
become merely a sort of verbal tradi- 


tion, to show that, whilst everyone 
knew that plant must be kept up to date, 
individual and co-ordinated brains were 
their greatest asset, and to become “a 
institutional pride.”’ He 
described the foundation of the school 
as “an experiment not only in railway 
management, but also in education and 
human contacts.”’ The school would 
induce a new attitude to knowledge on 


source of 


the part of the men who attended, 
combating what was the worst form 
of bankruptcy, namely, the loss of 


enthusiasm. Continuing, he paid a 
tribute to Mr. E. J. H. Lemon (whom 
they were delighted to have with them 
that day), who first suggested the idea 
of the He also congratulated 
the company’s architect, Mr. Hamlyn, 
and the contractors, Messrs. Holliday & 
Greenwood, who had carried out their 
work so expeditiously. 
(See article on page 206) 
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Indian Pacific Locomotive Inquiry 


Committee to investigate the locomotive class 
involved in the Bihta derailment of July 17, 
1937, and other broad-gauge Pacifics in India 


In his report on the cause of the 
railway accident near Bihta on the 
East Indian Railway on July 17, 1937 
(see our issues of April 29 and May 13), 


the Hon. Mr. Justice Thom, Kt., 
D.S.O., M.C., recommended that an 
expert independent committee should 


be appointed to inquire into the de- 
sign, the purchase, and continued pur- 
chase of ‘‘ XB’’ locomotives. The 
Government of India has accepted this 
recommendation and has arranged for 
the appointment of a committee. It 


is intended that the investigation of 
the committee, which will be desig- 
nated ‘‘ the Pacific Locomotive Com- 
mittee,’’ should not be confined to 
‘‘ XB ”’ engines, but should also cover 
the other two types of broad-gauge 
Pacific engines at present in use, 
namely, classes ‘‘ XA” and “ XC.” 


The Chairman of the committee will 
be Lt.-Colonel A. H. L. Mount, C.B., 
C.B.E., Royal Engineers (Retired), 
Chief Inspecting Officer of Railways in 


the Ministry of Transport, England; 
and the committee will include Mr. R. 
Carpmael, O.B.E., Chief Engineer, 
Great Western Railway, England; Rai 


Bahadur P. L. Dhawan, late Chief 
Engineer, North-Western Railway, 
India, now a member of the Federal 
Public Service Commission; Monsieur 
Leguille, Regional Chief Mechanical 
Engineer, South-Eastern Region, 
French National Railways; and Mr. 


W. A. Stanier, Chief Mechanical Engi- 
neer, London Midland & Scottish Rail- 
way, England. Mr. K. C. Bakhle has 
been appointed Secretary to the com- 
mittee, and Mr. E. S. Cox Technical 
Assistant. 

The terms of reference for the com- 
mittee are as follow: The committee 
is requested to consider the design and 
operation of three classes of engines, 
namely, the “XA,” ~ XB,’’ and 
‘“ XC ’’ classes, and to advise on :— 

(1) The suitability of the designs, as 
originally framed and as subsequently 
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modified, for the types of work for which 
the engines were intended; 

(2) the suitability of the procedure 
followed in preparing and approving the 
designs for these engines; 

(3) the circumstances attending and the 
justification for, the initial and subse- 
quent purchases of these engines; 

(4) the conditions subject to 
these engines with safety can be used, 
with particular reference to their suit- 
ability for the track on which they are 
required to run and conversely the suit- 
ability of the track for these types of 
engine; 

(5) any modifications which would have 
the effect of increasing their scope with- 
out any sacrifice of safety; and 

(6) any modifications that should be 
made in the procedure hitherto followed 
for the trial and purchase of engines. 

The committee is expected to 
assemble in India on September 1, and 
after pursuing its.inquiries in India, to 
sail in the middle of October for 
Europe, where its report will be com- 
pleted. 

We publish portraits and biographies 
of the principal British members of the 
committee in our Personal section this 
week. 


which 








Questions in Parliament 
London Travel Facilities 

Mr. Bartle Bull (Enfield—C.) asked 
the Minister of Transport whether he 
would suggest to the London Passenger 
Transport Board the desirability of im- 
proving both the train and bus ser- 
vices between the City and the Eastern 


Enfield and Waltham Cross districts. 
Dr. Leslie Burgin (Minister of 


Transport) in a written reply stated 
that he would convey Mr. Bull’s 
suggestions to the notice of the Lon- 
don Passenger Transport Board. 


Proposed Reorganisation of Peking- 
Mukden Railway 


Mr. I. C. Hannah (Bilston—C.), on 
July 25, asked the Prime Minister 
whether he had yet received a report 
from His Majesty’s Ambassador in 
Tokyo on the extent to which British 
interests would be affected by the pro- 
posed re-organisation of the Peking— 
Mukden Railway and other railway 
systems in North China by the Japan- 
ese; and what steps he is taking in 
the matter, 

Mr. R. A. Butler: As I informed 
the hon. member for Kidderminster 
(Sir John Wardlaw-Milne) on June 27, 
His Majesty’s Ambassador at Tokyo 
has been in communication with the 
Japanese Government on this subject. 
A reply has now been received assert- 
ing that the reorganisation was carried 
out in order to secure maximum 
efficiency, in view of the damage done 
to the line and of the flight of many 
of the railway employees. The note 
goes on to declare that there is no in- 
tention of infringing British rights and 
interests by this reorganisation. This 
reply is now being considered by His 
Majestv’s Government. 
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‘Central Line Eastern Extension, L.P.T.B 


(See editorial note on page 194) 


Last Tuesday a party of press repre- 
sentatives was shown the works in pro- 
gress on the first part of the extension 
of the London Passenger Transport 
Board’s Central Line between Liverpool 
Street and Leyton. From its present 
terminal at Liverpool Street this line 
is being extended to Epping, Ongar, 
and Hainault. The rest of the scheme, 
the whole of which is a joint under- 
taking by the L.N.E.R. and _ the 
L.P.T.B., may be summarised as 
follows :— 


From Leyton the tube trains will run on 
the existing L.N.E.R. lines as far as 
Leytonstone and then proceed via tube 
to Newbury Park where a connection will 
again be made to the existing L.N.E.R. 
lines to enable tube trains to proceed on 
the Grange Hill loop lines to Hainault ; 
and via Woodford to Epping and Ongar. 
The existing L.N.E.R. branch lines will 
be electrified for this purpose The 
L.N.E.R. will electrify its main line as far 
out as Shenfield as well as the line between 
Fenchurch Street and Stratford. 


The first station on the extended 
Central Line will be at Bethnal Green, 
1-4 miles east of Liverpool Street. It 
will be a sub-surface station with stair- 
case entrances on both sides of Cam- 
bridge Road immediately south of its 
junction with Bethnal Green Road and 
another staircase in Bethnal Green 
Museum Gardens, north of this junc- 
tion. Subway connections will thus be 
provided for pedestrians as well as for 
railway passengers. After a deep-level 
dive the new tube railway will be 
brought up to the level of the existing 
Mile End _ station, 1-0 mile further, 
served by the District Line trains to 
Barking and Upminster. The layout of 
the platforms and tracks will allow of 
interchange facilities for passengers 
between the two lines. 

The tube then dips again and is 
brought to the surface just west of the 
existing L.N.E.R. station at Stratford, 
1-9 miles from Mile End. Here impor- 
tant platform interchange facilities will 
be provided between the Shenfield 
electrified services, the Fenchurch 
Street to Stratford shuttle electrified 
service of the L.N.E.R. and the tube 
extension services. East of Stratford 
the new tube proceeds to a point about 
} mile south of Leyton station where it 
again comes to the surface and forms a 
junction with the L.N.E.R. lines. The 
new construction begins again at a 
junction immediately north of Leyton- 
stone station. 


Total Cost 

The total estimated cost of the en- 
tire North-East London scheme 
amounts roundly to £16,000,000 of 
which the electrification of the Shen- 
field branch line and the Fenchurch 
Street to Stratford electrified shuttle 
line account for £3,750,000, and the 
improvements to the existing Central 
London Line account for rather more 
than £1,000,000. 


July 2°. 1938 
The works between Liverpo.l Street 
and Leyton are being done uncer three 
separate contracts, served by £ work- 


ing sites. The construction of the 


tunnels involves 26 shield drives, two 
of which are for the station tuinels at 
Bethnal Green station and the remain. 
der for the running tunnels between 
stations. 

The widening of the northern half of 
Mile End station immediately under 
Mile End Road, is being done almost 
entirely from below the surface of the 


roadway instead of by excavating from 
ground level, so as to avoid the seri- 


ous interference of a busy thorough- 
fare which more conventional proce- 
dure would have ‘entailed. 

From Liverpool Street to the neigh- 


bourhood of Bow Church the tunnel- 
ling is almost wholly in the London 
blue clay. East of this length, how- 
ever, waterlogged ground necessitates 
the use of compressed air. Between 
Old Ford Road and Stratford station 
the tunnels run directly below the em- 
bankment carrying the L.N.E.R., and 
pass close under the beds of the Lee 
rivers and of the abutments of the rail- 
way bridges crossing these rivers. 
Special precautions have been adopted 
on this length of the work as, for 
example, the consolidation of the 
water-bearing ballast immediately 
above the line of the tunnels by means 
of chemical injection done from a small 
pilot tunnel driven ahead of the main 
work. The eastern approaches to Strat- 


ford station necessitate intricate con- 
struction immediately below _ the 
L.N.E.R. main lines. Although they 
are at comparatively shallow depth 


the ground is such as to require that 
the foundations of the side walls and 
inverts of the cut-and-cover shall be 
constructed under compressed air, 
whereas the upper portions of these 
structures have to be dealt with by 
excavating from ground level under 
and between the _ existing railway 
tracks. Normal traffic over the exist- 
ing line has, of course, to be main- 
tained continuously except for short 
periods at week-ends. 

The consulting engineers are Messrs. 
Mott, Hay & Anderson, the contrac- 
tors Charles Brand & Son Ltd. (Liver- 
pool Street to Bow Road) and John 
Mowlem & Co. Ltd. (Bow Road to 
Leyton). The whole of the work is 
being carried out under the supervision 
of Mr. V. A. M. Robertson, Chief En- 
gineer to the London Passenger Trans- 
port Board. 








Forthcoming Events 


Sept. 15-24.—Model Engineer Exhibition, at 
Royal Horticultural Hall, Vincent Square, 
London, S.W.1. 

Sept. 19-23.—International Management Con- 
gress, at Washington, U.S.A. , 

International Rail Assembly, at Diisseldort, 
Germany. 
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NOTES AND 


Belgian Railway Accident.—As a 


Belgian National Railways train was 
nassil 1 level crossing at St. Trond, 
near Hasselt, on July 24, part of it 
becal lerailed and collided with a 


ntry. Five persons were killed 


al injured. 


signa 
and s 

Great Western of Brazil Railway 
Co. Ltd.—The directors announce that 
the High Court of Justice has sanc- 
» scheme of arrangement sub- 
mitted to the holders on June 21, 1938, 
Holders of 


and is now. binding. 

4 per cent. debentures are therefore 
requ | to lodge their debentures at 
the offices of the company as early as 
possil so that a memorandum of the 


t - 
terms of the scheme may be enfaced 


Debentures sent by post will 
post at their owners’ 


there l. 
be returned by 
risk 

A ** Pick-a-Back ’’ Excursion in 
Eire.—Flying operations have made 
Foynes, in Eire, as celebrated as Day- 
tona or Lake Maggiore. When the 
\irways seaplane Mercury, of 
pick-a-back fame, recently made her 
\tlantic crossing from the Shannon, the 
Great Southern Railways of Eire ran a 
special excursion train. Double-crown 
bills offered to the public a chance to see 

the first pick-a-back ’plane, Mercury, 
take off on a transatlantic flight.’’ The 
public responded with enthusiasm to this 
enterprise on the part of the railways, 
and Foynes became a carnival town for 


Imperial 


the day. 

Special L.N.E.R. Train for Tyne- 
side Launch.—A _ special L.N.E.R. 
train, composed of the spare Coronation 


streamlined stock and called for the 
occasion the Dominion Monarch Ex- 
press, was run non-stop from King’s 


Cross to Wallsend on July 27, conveying 
a party to witness the launch of the 
Dominion Monarch, the most powerful 
motor vessel in Great Britain, and the 
largest merchant ship to be built on the 
since the old Mauretania. The 
train was hauled by the streamlined 
Pacific No. 4492, Dominion of New 
Zealand, and ran to approximately the 
same schedule as the Coronation express. 

Conveying an Out-of-Gauge Sta- 
tor. The second of two 90-ton alter- 
nating stators for use at the Glasgow 
Corporation power station at Dal- 
marnock, was forwarded by L.N.E.R. 
from Berwick to Edinburgh on Sunday 
last, July 24, on the second stage of its 
journey from Newcastle to Dalmarnock. 
It is being kept at Blackford Hill until 
next Sunday (July 31), when it will be 


Perens 


sent on to its destination. The first 
stator was delivered about one year 
agi The stator, which is 15 ft. 3 in. 


long, 11 ft. 10 in. wide, and 11 ft. 10 in. 
high, is considerably beyond the normal 
loading gauge, and special arrangements 
have had to be made for its transport. 
The train by which it is being conveyed 
Is restricted to a maximum speed of 
1) m.p.h., with dead slow progress at 
certain points, and it has been so 


THE RAILWAY GAZETTE 


NEWS 


scheduled that it will not meet nor pass 
any other train en voute. The machine 
is loaded on a transformer set, using 
two pairs of girders on rollers to enable 
the load to be moved 6 in. transversely 
to either side of centre where such is 
necessary to obtain clearance when 
passing certain signal boxes and build- 
ings close to the line. 


Accidents on British Railways 
during 1937.—The annual report of 
the Chief Inspecting Officer of Railways 
has now been published. It shows that 
last year the liability among passengers 
to casualty in train accidents was 
1 killed in every 37 millions carried, 
and 1 injured in nearly 2 millions. 
With regard to railway servants, the 
passenger and freight train-miles worked 
were about 41 millions per fatality and 
4 millions per injury. Casualties at 
public road level crossings, including 
killed and injured, amounted roughly 
to 1 per 190 crossings. 


G.W.R. School for Road Motor 
Drivers.—A training school for railway 
road motor drivers is being laid out by 
the G.W.R. just west of Taplow station, 
on a triangular piece of ground between 
the embankment of the London- Reading 
main line and the main Bath Road ; 
the work is expected to be finished by 
the end of the present year. The 
school will consist of a class room for 
instructional purposes, mess room, 
garage, and a system of roadways. 
The last-named will include a specially- 
prepared skidding patch ; various types 
of road junctions for turning and back- 
ing; gradients; and road signs. It 
is expected that 150 to 200 drivers, 
recruited from the G.W.R. staff in 
London, Birmingham, the Midlands, 
and parts of the West of England, will 
pass through the school annually. 


The London Transport Annual 
Sports Gala.—Fine weather and an 
attendance of 8,000, including Lord 
Ashfield, Chairman of the board, and 
Lady Ashfield, who presented the prizes, 
favoured the annual sports gala of the 
L.P.T.B. held at the Osterley ground on 
Saturday, July 23. G. Morris (Chiswick 
General), set up two records for the 
meeting. By winning the 880-yd. race 
in 1 min. 59-9 sec., he beat by # sec. the 
record which he set up last year, and by 
a good win he retained his title in the 
mile. B. E. Sales, who set up a record 
of 10 sec. in the 100-yd. race two years 
ago, won this race for the fifth successive 
vear with a time only 0-5 sec. slower. 
A new addition to the field events this 
year was the putting-the-shot champion- 
ship, in which G. W. Clifford (District 
Railway) distinguished himself with a 
putt of 33 ft. 1 in. The two-mile walk, 
from which, unfortunately, S. C. Pid- 
dington (Metropolitan Railway), the 
holder, had to retire, was won by H. E. 
Spark (Central Buses) whose time of 
15 min. 55-2 sec. was a very creditable 
performance. Chiswick General, the 
holders in 1936 and 1937, retained the 
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championship cup. Mention must be 
made of the smoothness with which the 
meeting was conducted, the excellent 
arrangements for announcing by loud- 
speaker the result of each event to the 
spectators, and of the committee’s 
courteous reception of the members of 
the Press. Music was played by the 
London Transport Military Band, con- 
ducted by Mr. A. Goodfellow. 


The Trans-Iranian Railway.—It 
is reported from Teheran by Reuters 
that work on the Trans-Iranian Railway 
is being so vigorously pursued that the 
whole line from the Caspian to the 
Persian Gulf is expected to be completed 
by the end of August. It is also sug- 
gested that, after the completion of 
this work, a line will be begun from 
Tehran to Tabriz. 

Derwent Valley Factory Sites. 
The Derwent Valley Light Railway 
Company has issued a schedule of sites 
adjoining the railway, suitable for 
factories or works. The areas vary from 
under 1 acre up to 16 acres, and private 
siding facilities are available in nearly 
all cases. The area served by the line 
is stated to be ripe for development. 
The railway company is, of course, 
independent and outside the grouping 
arrangements. Full information respec- 
ting local rates, distances from York, 
etc., are shown in the schedule, and a 
copy will be supplied gladly to anyone 
interested, on application to the General 
Manager, Layerthorpe station, York. 








Railway and Other Reports 


London Midland & Scottish Rail- 
way Company.—For the first half of 
1938, compared with that of the previous 
year, the company’s results were: 
decrease in receipts, £959,000; in- 
creased expenditure due to increased 
rates of wages and prices of materials, 
£1,040,000 ; less decrease due to reduc- 
tion in volume of traffic, etc., £503,000 

£537,000. The net decrease is 
£1,496,000. In the circumstances the 
directors have decided to make no 
interim dividend payment on the 4 per 
cent. preference stock (1923) or on the 
ordinary stock, and to make a £2 per 
cent. interim payment on the 4 per 
cent. preference stock on August 24, 
1938. Warrants for a corresponding 
{2 10s. payment on the 5 per cent. 
redeemable preference stock were posted 
on June 30. 


London & North Eastern Railway 
Company.—tThe directors, having pro- 
vided for the payment of fixed charges 
and interest on debenture stocks, have 
declared interim dividends for the past 
half-year at the following rates: 2 per 
cent. for the half-year on the 4 per cent. 
first and second guaranteed stocks. The 
warrants for these dividends will be 
posted on August 13. The payment of 
interim dividends upon the guaranteed 
stocks involves for the time being a 
transfer from the general reserve fund. 
Consideration of payment of dividends 
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upon other stocks has been deferred 
until the accounts for the whole vear are 
available. Compared with the corre- 
sponding period of 1937 there is a 
decrease in gross receipts of railway and 
ancillary and miscellaneous 
receipts £729,000, and an 
estimated increase in expenditure of 
£1,051,000, leaving a decrease in net 
receipts of £1,780,000. Of the increase 
in expenditure £473,000 is due to the 
restoration of the 1} per cent. cut in 
salaries and wages and to other improved 


businesses 
(net) of 


conditions granted to the staff as a 
result of the National Wages Board 
decision in August, 1937, and negotia 
tions with trades unions; £403,000 is 


due to the increased cost of fuel, mat- 
erials, and other charges and £175,000 
to an increase in the volume of work in 
maintenance of the way and works 
Passenger train traffic receipts show a 
decrease of 0-74 per cent., and mer 
chandise and coal traffic receipts a 


decrease of 3-28 per cent 
For the 26 weeks ended July 3, com 
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ting on the.company’s system (excluding 
season tickets) showed a decrease of 
8,886,800 or 9-3 per cent.; the total 
tonnage of merchandise and coal traffic 
originating on the company’s system 
or invoiced by the company) showed 
a decrease of 4,233,000 or 7-3 per cent. ; 
passenger engine mileage increased by 


503,100 or 1-3 per cent goods engine 


mileage decreased by 1,014,200 or 2-3 
per cent. 

Metropolitan Railway Surplus 
Lands Co. Ltd.—The directors have 


declared an interim dividend of 13 per 
cent. for the half-year ended June 30 
last, the same as for the corresponding 
period of last year 


Manchester Ship Canal Company. 
—-Receipts for the half-year ended 
June 30, 1938, amounted to £658,539 as 
compared with {£665,571 for the corre- 
sponding period of last year, a decrease 
of £7,032. The net revenue of the 
whole undertaking for the half-year 
after providing for interest and fixed 








pared with the corresponding period of charges) was {£39,537 less than the 
1937 the number of passengers origina corresponding half-year in 1937. 
Britis! d Irish Trafh 
> ‘ "le 
ritish and Irish Traffic Returns 
tals for 29th Wee tals to Date 
GREAT BRITAIN — 
1938 1937 1 r De 1938 1937 Inc. or De« 
‘ ' 
L.M.S.R. (6,834? mls f f f / / t 
Passenver-train tratti 773,000 738,000 35.000 14,297,000 14,255,000 $2 000 
Merchandise, & 394 000 $73,000 79.000 13,400,000 14,242 000 842.000 
Coal and coke 203,000 192.000 11,000 7,372,000 7,529,000 157,000 
Goods-train traftu 597,000 665,000 68,000 20,772,000 21,771,000 999 000 
Potal receipts 1,370,000 1,403,000 33,000 35,069,000 36,026,000 957,000 
L.N.E.R. (6,315 mls 
Passenger-train tratt {83,000 173,000 10,000 9226, 000 9,329 000 103,000 
Merchandise. &« 268,000 318,000 50,000 9,300,000 9 824.000 524,000 
Coal and coke 192,000 194,000 2.000 6,978,000 7,204,000 226,000 
Goods-train traffi 460,000 512.000 52.000 16,278,000 17,028,000 750,000 
lotal receipts 943,000 985,000 $2,000 | 25,504,000 | 26,357,000 853,000 
G.W.R. (3,737 mils 
Passenger-train tratti 318.000 312.000 6.000 5.911.000 5,961,000 50,000 
Merchandise, &« 176,000 206,000 30 000 5,448,000 5,731,000 283,000 
Coal and coke 102,000 108,000 6,000 3, 186,000 $274,000 88,000 
Goods-train traft 278.000 314,000 36,000 8,634 000 9 005,000 371,000 
lotal receipts 396 O00 626,000 80.000 14,545,000 14,966,000 421,000 
S.R. (2,148 mls 
Passenger-train tratt $37,000 $37,000 9,021,000 9,062,000 $1,000 
Merchandise, &« 61,000 68,500 7.500 1,748,000 1,806,500 58,500 
Coal and coke 29 OOO 25,500 3,500 880,000 903.500 23,500 
(,oods-train tratftx 90,000 94,000 4.000 2,628,000 2,710,000 82,000 
Total receipts 527.000 531.000 4.000 11,649,000 11,772,000 123,000 
Liverpool Overhead 1,409 1,391 Is 39,390 36.959 | 4 2,431 
64 mis 
Mersey (44 mls $.489 $118 371 125,636 120,920 | 4 4,716 
*London Passenger 
Transport Board 568 S00 557,700 11,100 2 288,300 2 268,500 19,800 
IRELAND 
Belfast & C.D pass 1,942 4,680 262 67,530 70,831 3,301 
80 ] 
yoods 181 502 21 12,376 14,382 2,006 
total 5,423 5,182 241 79.906 85,213 5,307 
Great Northern pass 16,500 15,700 S00 287,850 289,400 1,550 
543 mis 
Zo0ods 9,550 9.750 200 254,050 274,500 20,450 
total 26,050 25,450 600 541.900 563,900 | 22.000 
Great Southern pass 51,447 51,571 124 965,719 | 958,138 7,581 
2.076 mls 
roods 38,176 37,793 383 1,127,584 1,189,793 62,209 
total 89.623 89.364 259 2,093,303 2,147,931 54,628 


‘ 


4th Week (before pooling) 


July 29. 


British and Irish Rai: 


Stocks and Share: 


#5 | 85 
Stocks wo om Jul 
= 4 27 
193s 
G.W.R. 
Cons. Ord. . 673g | 553, 40 
5% Con. Prefce. ...|127 108 104 
5% Red. Pref.(1950) 113 109 108 lo 
4% Deb. ... ...1135g 10212 (10712 
44% Deb.... .118 106 1091. 
14% Deb. ... 1241p {112 11412 
5% Deb. ... 1361p (1223, (1281 
24% Deb.... 76 64 6612 
5% Rt. Charge . 133716 118 12619 
5% Cons. Guar. .../13354 [11612 [12512 
L.M.S.R. 
Ord. aa ..., 361g | 253g = 1354 
4% Prefce. (1923) | 821g | 6534 | 3412 
4% Prefce. we.| D2lo 7734 581 
5% Red. Pref.(1955) 10734 102 7712 
4% Deb. ... ... 108 991, 100 
5° Red.Deb.(1952) 11712 (111 1121, 
4% Guar. --/ 104 957, | 911 
L.N.E.R. 
5% Pref. Ord. 121, 634 41,4 
Def. Ord. ... ie 35g 23 
4% First Prefce. 7912 | 63 321 
4% Second Prefce.| 3112 | 21 11 
5% Red. Pref.(1955) L0114 8934 +} 5310 
4% First Guar. ... 103 917g | 80lo 
4% Second Guar. 975g | 8512 | 6812 
3% Deb. ... 841g | 74 731; 
4% Deb. ... ... 10714 | 9812 99 
5% Red.Deb.(1947) 11312 (10612 10912 
44° Sinking Fund 1103,¢ 10512 107 
Red. Deb. 
SOUTHERN 
Pref. Ord.... 985g 831, 5912 
Def. Ord. ... .| 277g 1634 1354 
5% Pref. ... .../ 126146 1051336 10112 
5% Red. Pref.(1964)'/118 11014 112 
5% Guar. Prefce. 13334 (11634 |12512 
5% Red.Guar.Pref. 11812 l1l1g (115 
(1957) 
4% Deb. ... (112 10114 10512 
5% Deb. ... ../ 13534 (12312 (12612 
4% Red. Deb. 113 105 1061.2 
1962-67 
Bevrast & C.D. 
Ord. aa a 4 4 
FortH BRIDGE 
4% Deb. ... .. 106 9912 1001, 
4%, Guar. . 10534 | 99 9919 
G. NORTHERN 
(IRELAND) 
Ord. — oa aa 5 3lo 
G. SOUTHERN 
(IRELAND) 
Ord. aad 50 2112 | 20 
Prefce. ... 61 34 1412 
Guar. va 9434  69lo | 48 
Deb. on 95 821g | 7012 
L.P.T.B. 
“1% * A” .--/ 12334 11012 |11812 
oa »o 135 12112 |12819 
44% “‘ T.F.A.” 10834 104 106 
5% “B” J125 = |1141g {11912 
a ‘ 9934, 75 74 
MERSEY 
Ord. pen | 423g | 22 18 
% Perp. Deb. ...|103 9634 | 99* 
3% Perp. Deb. .... 775g | 7419 | 7312* 
3% Perp. Prefce. | 6834 | 6114 | 65 


ex dividend 


* 
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July 29, 1938 


int rt of the Railway Rates Tribunal. 
1938. No. 466. 


Railways Act, 1924. Section 35. 


WODIFICATION OF THE SCHEDULES OF 
STANDARD CHARGES. 


T( —E IS HEREBY GIVEN that the 
N ilgamated Railway Companies and the 
Non-A igamated Companies to which the 





Schedult of Standard Charges have been 
app ive filed an Application in the Court 
of ti Railway Rates Tribunal applying for 
the ! fication of certain of the charges in 
the S jules of Standard Charges settled by 
the 1 inal under the provisions of the Rail- 

ways Act, 1921. 

Cor of the said Application can be obtained 
from G. Cole Deacon, Secretary, Rates and 
Charges Committee, 10, Great College Street, 
Westminster, London, S.W.1, price 1s. post free. 

{nv representative body of Traders or any 
person or Company desiring to object to the 
proposed modifications must file a Notice of 
Objection at the Office of the Registrar on «. 
before the 30th day of September, 1938. 

Bac Notice filed must be stamped with an 
adhe fee stamp for 2s. 6d. (which can be 
purchased at the Office of the Tribunal only) 
and six additional copies of each Notice must 
be | ed with the original at the Office of the 
| r 


tegistrar. 
Dated the 26th day of July, 1938 
T. J. D. ATKINSON, 
Registrar 
Bush House, 
Aldwych, 
London, W.C.2. 
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OFFICIAL NOTICES 


Buenos Ayres Western Railway Ltd. 


ELECTRIFICATION OF SUBURBAN 
LINES—-CHANGE OF FREQUENCY 
(25 to 50 PERIODS). 


TINENDERS are invited for the supply, 

delivery, f.o.b., supervision of erection and 
maintenance of Rectifier Equipments for Trac- 
tion Substation in accordance with the Rail- 
way’s Specification. 

The Specification and Form of Tender may be 
inspected free of charge and obtained at the 
offices of Messrs. Merz & McLellan, 32, Victoria 
Street, Westminster, London, S8.W.1, on and 
after Wednesday, 3rd August, 1938 

Applications for Specifications must be accom- 
panied by a fee of three guineas for three 
copies and one guinea for each subsequent copy 
of the Specification. The amount paid for the 
three copies will be refunded on receipt of a 
bona fide Tender in duplicate. 

Sealed Tenders, together with all documents 
relative thereto, endorsed to indicate the work 
to which they relate, must be submitted in 
terms of the Conditions of Tendering at the 
offices of the Railway Company not later than 
1! a.m. on Tuesday, 20th September, 1938. 

The lowest or any Tender will not necessarily 
be accepted. 

N. F. E. GREY, 

Secretary 
Buenos Ayres Western Railway 

Limited 
River Plate House, 
Finsbury Circus, 
London, E.C.2 
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7 MADRAS « SOUTHERN MAHRATTA 
RAILWAY COMPANY LIMITED invite 
Tenders for: 


BOLTS, NUTS, RIVETS, Ac. 

Specification and Form of Tender can_be ob- 
tained from the Company’s Offices, 123, Victoria 
Street, Westminster, London, 8.W.1. 

Fee ONE GUINEA, which will not be 
returned. 

Tenders must be submitted not later than 
2 o’clock p.m. on TUESDAY, 23rp AUGUST, 
1938. 

The Directors do not bind themselves to 
accept the lowest or any Tender and reserve to 
themselves the right of reducing or dividing 
the order. 


By Order of the Board, 
V. CRASTER, 
Secretary. 


TWNHE Proprietor of British Patent No. 329,720, 
dated March Ist, 1929, relating to ‘“ Im- 
provements in Railway Rolling Stock Under- 
frame Structures,” is desirous of entering into 
arrangements by way of a licence or otherwise, 
on reasonable terms, for the purpose of exploit- 
ing the above patent and ensuring its practical 
working in Great Britain.—Inquiries to: 
SINGER, Steger Building, Chicago, Illinois. 








CONTRACTS AND TENDERS 


\lfred Herbert (India) Limited has 
received an order from the Indian 
Department for one portable 
frame grinding and _ polishing 
machine 

Rolling Stock for Iraq 

the Birmingham Railway Carriage & 
Wagon Co. Ltd. has received orders 
from the Crown Agents for the Colonies 
for the following 4 ft. 83 in.-gauge 
rolling stock for the Iraq Railways : 
66 four-wheeled covered goods wagons ; 
six. bogie double-decked sheep vans ; 
28 bogie low-sided wagons ; five bogie 
rail wagons ; two four-wheeled inspec- 
tion coach underframes; and _ three 
bogie fruit van underframes. 


Stores 


SW1Ing 


lhe Bombay, Baroda & Central India 
Railway Administration has placed the 
following orders to the inspection of 
Rendel, Palmer & Tritton : 
Carters Merchants Limited on behalf of 
Skoda Works : 1,177 locomotive tyres and four 

motive crank axles. 

Geo. Turton, Platts & Co. Ltd. : 120 forged 
steel buffers and 830 plungers for locomotives, 
irriages and wagons 

N.V. Montan Export on behalf of the Roval 


Messrs 


Hungarian State Iron, Steel & Machine Works : 
1,050 carriage and wagon tyres and 265 loco 
lotive straight axles. 

Bochumer Verein A.G.: 460 carriage and 


vagon axles and 2,770 volute springs. 

Uddeholms General Agencies Limited: 263 
lue tubes, 8,701 boiler tubes and 50 arch tubes. 

Indian Standard Wagon Co. Ltd.: 2,413 

springs and 786 volute springs. 

Hill & Jackson: 4,540 helical springs. 

G. D. Peters & Co. Ltd. is the supplier 
of the automatic couplers for the new 
tube rolling stock under construction 
by the Metropolitan-Cammell Carriage 
& Wagon Co. Ltd. and the Birmingham 
Railway Carriage & Wagon Co. Ltd. 
for the Piccadilly Line, L.P.T.B., and 
as illustrated and described in our 
Issue of July 1,- 1938. 


Wota (India) Limited has received 
orders from the Controller of Stores, 
North-Western Railway, Lahore, for 
material, including flitch-plates, steel 
axles, and axleboxes, required for the 
reconditioning of 16 “ El 
motives with old frames. 


W. & E. Lucas Limited has received 
an order from the Egyptian State Rail 
ways Administration for shovels (Ref. 
No. ESR. 10.174, total cost approxi 
mately £219, delivered f.o.b. Liverpool 


class loco 


Fried-Krupp A.G. has received an 
order from the Egyptian State Rail 
wavs Administration for helical draw 
bar springs. Order No. 21.822, total 
price approximately £344, delivery f.o.b 
Antwerp-Rotterdam) 

Soc. Fabbrica Isolatori Livorno has 
received an order from the Egyptian 
State Railways Administration for the 
supply of insulators (Ref. No. 34.1004, 
total price £1,540, delivered c.i.f. Alex 
andria) 

Balmer Lawrie & Co. Ltd. has received 
an order from the Indian Stores Depart- 
ment for 24 spans of 20 ft. steel girder 
bridgework. 

The Bikaner State Railway Adminis- 
tration has placed the following orders 
to the inspection of Messrs. Rendel, 
Palmer & Tritton : 

Patent Shaft & Axletree Co. Ltd Eight 
locomotive axles and 100 carriage and wagon 
axles. 

Uddeholms General Agencies Limited : 1,300 
boiler tubes, 20 arch tubes and 60 flue tul 

Henricot Steel Foundry Co. Ltd. 142 car 
riage and wagon axleboxes. 

North British Locomotive Co. Ltd 
cate parts for locomotives. 

Fredk. Brabv & Co. Ltd. : 512 panel plates. 

Owen & Dyson Limited : 20 pairs of carriage 
and wagon wheels and axles. 

lavlor Bros. & Co. Ltd.: 779 high tensile 
steel locomotive, carriage and wagon tyres. 


eS 


Dupli 


The Birmingham Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for five carriage underframes 
required for the Federated Malay States 
Railways 


bogie 


The L.N.E.R. has placed orders for 
1,590,000 with 
firms in London, Sheffield, Manchester, 
Falkirk, and Glasgow. This oil will be 
used mainly for pickling sleepers. 


galls. of creosote oil 


Agents for the Colonies 
placed the following 


The Crown 
have recently 
orders : 

Broom & Wade Limited: Air compressor. 

urners Asbestos Cement Company : Asbestos 
cement pipes. 

Blakemore & Co. Ltd. : Bolts and nuts. 
Rivet, Bolt & Nut Co. Ltd. : Bolts and nuts. 
Lrittania Electric Cable & Construction Co. 
td. : Cable. 

Aberdare Cables Limited : Cable. 

Gloucester Railway Carriage & Wagon Co. 
td. : Carriage underframe details. 

Staveley Coal & Iron Co. Ltd. : C.I. pipes. 
Stanton Ironworks Co. Ltd. : C.I. pipes. 
Spencer Wire Co. Ltd. : Copper wire. 
Bowesfield Steel Co. Ltd.: Corrugated 
yalvanised steel sheets. 

Butters Bros. & Company: Crane. 

Belliss & Morcom Limited: 500-kW. engine 
alternator and accessories. 

Vacuum Oil Co. Ltd. : Fuel oil. 


Tenders are invited by the Chief 
Controller of Stores, Indian Stores 
Department (Hardware Section), Simla, 
receivable by August 29, for the supply 
of steel files, required for the Indian 
State Railways during the period Decem- 
ber 16, 1938-December 15, 1939. 


Tenders are invited receivable at the 
Office of the Chief Railway Commis- 
sioner, Burma Railways, Rangoon, by 
October 13, for the supply of petroleum 
oils required during the official year 
1939-40, and including crank chamber 
oil, cvlinder and valve oil, and colza 
mineral oil. 
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Railway Share Market 





































[he stock and share markets have been pointing, were rather better than in recent 5 per cent. redeemable prefer has 
less active, and this week sentiment was weeks, and a favourable impression was gone back to 55}. In view of the (ocreag 
unresponsive to the continued buoyancy created by the improvement in passenger of £1,780,000 in net receipts n for 
of Wall Street. The extent of the decline and coal receipts. Consequently, on Wed- the first half of the year, ther now 
in the net receipts of the main line rail- nesday there was a tendency for the junior fears whether this stock will r its 
ways was considerably in excess of general and other stocks to show a firmer trend. full dividend, but the general ief is 
estimates, although the market had, of Granted weather conditions are favour- that there is a reasonable pos tv of 
course, been prepared for disappointing able, there seems a reasonable possibility the first and second 4 per cent iran- 
half-yearly statements in view of ‘the of passenger receipts remaining on the up- teed stocks securing their full Lents 
trend in traffics. The rise in expenses grade during the next two months. for the year: there would app littl 
proves to have been larger than had been Southern deferred declined to below 13 justification for the difference of 1 ly 13 
expected, and it seems doubtful if they at one time, but subsequently improved points in the current prices of t! twi 
can be reduced in the current half-year to 13}, while the preferred, after falling guaranteed stocks. L.M.S.R. inary 

In the circumstances it is perhaps to 593, was firmer at 60. The market haa was active at 132 prior to the hali-vearly 
hardly surprising there has been a mark been fairly hopeful that the interim divi- statement as was the 4 per cei pre 
ing down of Hlome Railway stocks, al- dend on the preferred would be kept at ference at 58 and the 1923 prefe e at 
though, with the exception of the 2 per cent., but in view of the reduction 343. Great Western ordinary touched 381 
L.N.E.R. there appears to be no justifica- in this payment to 1 per cent., it is but later improved to 40}. : 
tion why this should have extended to doubtful if the full 5 per cent. on this American railway stocks were tive 
the guaranteed stocks and debentures. stock can be expected. It will probably particularly Atchison and New York Cen- 
Ihe market for Home Railway securities move sharply in price with the nature of tral, but best prices recorded in the past 
ha however, attracted little demand, the weckly traffic figures. few days were not held. Canadian Pacifi 
ind the sharp decline in values probably L.N.E.R. first preference was marked transferred around 7. Argentine and 
irises more from the absence of buyers down to 30, but subsequently showed a other foreign railway securities we wel 
than from seiling pressure The traffics good deal of activity up to 33, as did owing to lack otf demand. Antofagasta 
x the past week, although still disap- the second preference at around 11. The at 113 shows a recovery 














Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 





, 
Traffics for Week m7 Aggregate Traffics to Date Prices 
Miles a > Shares 
Railway -y Eating “A Total a or S 
937 38 ( : or Dec. 4 otals | ¢ 
1937 38 & Total Inc - I z Increase or Stock 25 
this year compare’ Decrease zD 





with 1937 This Year Last Year 





































































} / } 
( Ant gasta (Chili) & Bolivia 834 24.7.38 11,700 — 2,140 | 30 484,240 > — 21,990 Ord. Stk. 29 1014 11 Nil 
| Argentine North Eastern 753 23.7.38 12,295 + 924 4 35,037 + 3,406 aid 1Sl4 6 6 Nil 
| Argentine Transandine -- — - = _ _ — — A. Deb. 9319 60 80 5 
| Bolivar 174 June, 1938 3,550 _ 2,150 | 26 22,600 35,000 - 12,400 6p.c. Deb 9lo 5 8lo Nil 
| Brazil — _ — _ — _ _ = Bonds 17 9 6 8516 
| Buenos Ayres & Pacific 2,806 23.7.38 74,504 — 8,126 4 240,261 283,499 | — 4 Ord. Stk. 171g 519 5 Nil 
| Buenos Ayres Central 190 9.7.38 $146,100 —- $11,700 2 $180,700 $219,000 Mt. Deb. 41lp 18 14 Nil 
| Buenos Ayres Gt. Southern 5,084 23.7.38 120,968 5,025 4 408,685 408,251 434 Ord. Stk. 3334 131g 13 Nil 
. | Buenos Ayres Western 1,930 23.7.38 37,531 10,112 t 126,860 154,218 27,358 oo 3134 1114 9 Nil 
2 | Central Argentine 3,700 23.7.38 101,573 — 48,300 4 345,205 526,330 — 181,125 ss 3414 1034 y Nil 
5 | 0. - — —_ — —_ _— _ - Did. 2019 4lo 41p_— Nil 
| Cent. Uruguay of M. Video 972 16.7.38 16,764 465 3 39,045 37,275 1,770 Ord. Stk. 6730 2 2 Nil 
“ | Cordoba Central 1,218 — — — _ - — — Ord. Inc. 614 1lo 3 Nil 
| Costa Rica 188 May, 1938 22,104 - 3,850 48 283,030 218,282 | + 64,748 Stk. 38 27 25108 71516 
= | Dorada 70 June. 1938 16,500 t 2,500 26 95,700 90,400 t 1 Mt. Db. 107 106 105 §lli¢ 
> < Entre Rios 810 23.7.38 15,918 428 4 50,948 48,598 + Ord. Stk. 19716 6 6 Nil 
~ | Great Western of Brazil 1,092 23.7.38 4,500 - 1,500 , 30 197,000 218,300 | — Ord. Sh. 34 1g ly | Nil 
4 | International of Cl. Amer. 794 May, 1938 $528,092  — $1,314 22 $2,584,877 $2,710,414 — — — _ - 
| Interoceanic of Mexico - _ - _- _ — _ Ist Pref. 2 1/- lo Nil 
| La Guaira & Caracas 22 June, 1938 4,600 770 26 30,235 33,705 — Stk. 8lo 6 8lp_ ‘Nil 
a | 1,918 23.7.38 21,491 - 2,571 30 545,601 658,739  — 113,138 | Ord. Stk. 914 3 2 Nil 
483 21.7.38 $255,400 $30,300 3 $818,700 $830,300 $11,600 = Il 1,4 316 Nil 
| 1y 319 June, 1938 7,400 2,097 | 52 105,718 + 6,181 - 17g Ip lp Nil 
| 386 15.7.38 4,463 1,555 28 89,753 — 4,457 | Ord. Sh. 31jig 2 2 5° 
| Paraguay Central 274 16.7.38 $3,401,006 $789,000 3 $9,895,000 $2,303,000 | Pr. Li. Stk 84 7914 621g 95g 
| Peruvian Corporation 1,059 June, 1938 66,731 _ 12,548 | 52 e 870,203 _ 35,190 Pref. 1454 419 314 Nil 
| Salvador 100 23.7.38 ¢'0,372 | — 1,128 4 ¢36,189 q41,982 — ¢5,793 Pr.Li. Db. 2310 21ly 221, ~~ Nil 
| San Paulo 153} 17.7.38 30,935 591 | 29 897,557 931,806 — 34,249 | Ord. Stk. 9810 56 41 954 
| Taltal 160 June, 1938 2.295 _ 820 | 52 39,100 41,035 — 1,935 Ord. Sh. 1716 16 34 13546 
| United of Havana 1,353 23.7.38 17,176 495 4 51,078 62,383 — 11,305 Ord. Stk. 55g 3130 Ilo Nil 
Uruguay Northern 73 = tune, 1938 909 + 76 «52 11,259 11,689 — 430 Deb. Stk. 10 2 2 Nil 






















= Canadian National 23,781 21.7.38 659,241 — 81,635 29 18,440,669 21,195,712 — 2,755,043 _ _— _ _ 

: Canadian Northern _ _ — _ _ _ _ — 4p.c. Perp. Dbs.. 77 6219 6219 6g 
S Grand Trunk — _ _ _ — —_ _ 4p.c.Gar. 1017, 941g | 1021p 37 
Ww Canadian Pacifi 17,186 21.7.38 503,800 — 33,800 29 13,725,600 14,958,000 — 1,232,400 Ord. Stk. 18 714 7 Nil 























Assam Bengal ,329 10.7.38 35,962 1,348 14 377,186 17,592 Ord. Stk. 86 7319 78 31546 
Barsi Light 202 10.7.38 14,400 + 11,648 14 49,140 32,677 | + 16,463 Ord.Sh. | 66lp | 46 60 8516 
ie Bengal & North Western 2,116 10.7.38 72,110 - 5,797 14 $59,821 902,497 — 42,676 Ord. Stk. 317 301 2901p 6546 
= | Bengal Dooars & Extension 161 10.7.38 3,153 5 — 958 14 35,247 34,888 + 359 _ 100 84 85lo 7 
=< Bengal-Nagpur 3,268 30.6.38 195,750 9,579 13 1,843,617 1,853,084 — 9,467 one 101 89 92 4 
- | Bombay, Baroda & Cl. India| 3,085 20.7.38 192,750 150 16 2,813,400 2,836,525 | — 73,125 sa 113 11019 11019 5716 
| Madras & Southern Mahratta) 2,967 10.7.38 149,925 + 10,873 | 14 1,662,798 | 1,578.799 + 83,999 - 110 105 107 8716 
Rohilkund & Kumaon : 546 10.7.38 13,603 1,164 14 176,019 180,281 _ 4,262 - 314 302 298lo 6 
South Indian 2,5312  30.6.38 112,118 8.139 | 13 1,074,901 | 1,067,564 + 7,337 " 103lg | 991g | 1011p | 41lyg 


























Beira-Umtali 204 = May, 1938 84.595 | 4+ 434 35 693,281 585,391 + 107,890 _ —_ — — 
Egyptian Delta 620 20.6.38 £,12 552 | 12 44,265 45,926 | — 1,661 Prf. Sh. 31/- 34 34 «CNil 
x | Kenya & Uganda 1,625 June, 1938 216,938 | 4+ 28,675 26 1,498,289 1,524,338 _ 26,050 — — —_— _ — 
> | Manila — — —_ —_ _ _ _— _ B. Deb 481g 431, 421 81, 
- 4 Midland of W. Australia 277 May, 1938 16,569 + 48 164,158 144,240 + 19,918 Inc. Deb. 98 9310 9310 41,4 
> | Nigerian 1,900 4.6.28 24,479 | — 10 287,180 579,446 — 292,266 - _ _— — - 
| Rhodesia ‘ 2,442 May, 1938 411,404 35 3,317,856 2,932,177 + 385,679 _ _— _ _ - 
| South Africa 13,263 9.7.38 651,871 15 8,738,874 8,945,267 | — 206,393 a —_ —_ _ _ 
\ Victoria 4,774 Apr., 1938 871,575 | — 44 8,166,486 8,519,336 — 352,851 — — —_— —_ — 











Note.—Yields are based on the approximate current prices and are within a fraction of 146 

* Ashadi fair + Receipts are calculated @ Is. 6d. to the rupee § ex dividend. 

variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchang 
has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value 
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